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“HARLES NEILSON, a well-known former railroad man- 

ager (also at one time head of the railway bureau of the 
Postofiice department at Washington), in a letter printed in 
‘his issue, suggests that James McCrea ought to be drafted 
into the public service, so that president, congressmen and all 
iederal officers could have the benefit of his ability and experi- 
ence. We are safe in saying that railway officers generally will 
second this nomination most heartily. Mr. Neilson does not go 
into details, but he seems to have in mind a sort of chief com- 
missionership. Surely he would not think of burying such an 


all-around railroad expert, with his 48 years of experience, in 
t body like the Interstate Commerce Commission, with six other 
members, all of them compelled by circumstances to spend most 
of their time as freight-rate specialists. At first blush this prop- 
osition will be classed by many railroad men as the impracticable 
Government standards of ability are often 


notion of an idealist. 
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low, and Congress usually refuses to pay the sums necessary 
to get first class men when they are available. As for this 
last point, the compensation, it is true that, for the highest 
talent, the great railroads pay more than does the government; 
but a railroad president, in serving the whole people could be 
expected to be actuated by a true public spirit, as are the justices 
of the Supreme Court, and other functionaries, who serve for 
less than they could earn elsewhere. As to the government not 
aiming to get the best, that is far from universally true. The 
Hadley commission, selected by President Taft, and the Engine- 
men’s Arbitration Board, selected by Chief Justice White, Judge 
Knapp and Commissioner Neill, are shining examples of wise 
choices. The idealist is entitled not only to respectful attention 
but to serious consideration. To give a practical turn to Mr. 
Neilson’s proposal, Mr. McCrea would be just the man to in- 
vestigate train accidents. That is a subject concerning which a 
good deal of futile talk has been printed. It is hampered by 
much tedious detail, but when it is remembered that a single 
collision or derailment now and then destroys $100,000 worth of 
property—to say nothing of death and distress—it will be rec- 
ognized that the problem is not beneath the attention of the 
wisest head. The fundamental qualifications for a governmental] 
officer in this matter are thorough knowledge of the field and 
absolute impartiality; and in Mr. McCrea we have these. More- 
over, he knows the subject in every last detail, so that his task 
would not be an onerous one, and the fact that his health is not 
equal to the burdens of a great railroad presidency would not 
necessarily be a hindrance to accepting the government position. 
[N the freight rate law approved by the voters of Oregon at 

the general election on November 5, which was commented 
on briefly in our issue of November 15, the initiative and refer- 
endum appear to have attained a reductio ad absurdum at a 
very early stage in their practical development. In addition to 
voting for the usual long list of public officers the people of 
that “progressive” state were called on to approve or reject by 
their ballots a series of thirty-seven measures referred to them 
by the legislative assembly, proposed by initiative petition, or 
on which a referendum had been ordered by petition. Together 
with the arguments for and against some of them they com- 
prised a pamphlet of 256 pages of type of the size in which this 
editorial is printed. Slightly over two of the pages, with no 
argument for or against, were devoted to the freight rate bill re- 
ferred to, which among various ambiguous provisions, prescribed 
a definite percentage relation between the ten classes of freight 
rates as well as between carload and less than carload rates onthe 
basis of the carload weight. It is probably safe to say that in 
the whole document there was no subject dealt with about 
which the average voter knows less. More votes were cast for 
the bill than against it, however, and now, according to the 
Portland newspapers, both shippers and railways are trving to 
find out what it means. The state railway commission, which 
opposed the bill, has issued a statement to the railways calling 
their attention to its passage in order that they may “comply 
with its provisions at once.” “To avoid misunderstanding,” the 
commission adds, “the interpretation of statutes is a judicial 
function,” and “requests for interpretation will be declined by 
the commission.” In other words the roads and shippers must 
interpret the measure at their peril or appeal to the courts. It 
is said that the bill was drawn up for the purpose of benefiting 
certain jobbing centers by the reduction of carload rates in 
which they were interested, and that the people voted for it 
under the general impression that it would reduce rates. As 
a matter of fact, there was not a word in the 256 pages of the 
pamphlet to indicate.to the voters anything as to the probable 
effect of the measure in making rates either higher or lower. 
There is nothing in the act to prevent the railways from mak- 
ing rates as high as they please, provided the percentage re- 
lations fixed are observed. The sole effect is to throw the whole 
system of freight rates into a condition of uncertainty and con- 
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fusion. It is reported that both railways and shippers are plan- 
ning to attack the law in injunction proceedings. Were it not 
for the fact that it would take months to revise the rates in 
accordance with the provisions of the measure, probably the 
surest way to kill it would be to enforce it. 





THE ARBITRATION BOARD’S REPORT. 


HE report of the board which arbitrated the controversy 
between the eastern railways and their enginemen is the 
most important and remarkable document on the railway labor 
situation in the United States that has ever been prepared. 
The award made in this case will be received with more or less 
dissatisfaction by both the railway managers and the engine- 
men. The managers will be dissatisfied, because some advances 
in wages are granted and some changes in conditions of work 
are made which are equivalent to advances; and they had 
felt that there should be no increases in wages. The enginemen 
will be disappointed, because they gain much less than they 
asked for, and substantially less than they hoped for. But 
even in the minds of the parties directly concerned, and to a 
far greater extent in the mind of the public, the immediate re- 
sult of the decision in this particular case will be entirely over- 
shadowed in significance by the reasons assigned by the board 
for its decision; by its discussion of the railway problem; and 
especially by its comments on the railway labor situation and 
its recommendation, with the reasons therefor, that there be 
created wage commissions to deal with railway wage questions 
in the same way that the Interstate Commerce Commission deals 
with railway rate questions. 

Mr. Morrissey, who represented the enginemen on the board 
dissents. Mr. Willard, who represented the railways, concurs, 
although he files a brief explanatory statement indicating that 
he differs on several points from the five members of the boarid 
who represented neither side and were the real arbitrators. 
Mr. Willard’s course apparently was largely dictated by the 
circumstances under which the arbitration board was created. 
He and Mr. Morrissey, after repeated conferences, were unable 
to agree on the other five members of the board, and submitted 
to Chief Justice White of the United States Supreme Court. 
Presiding Judge Knapp of the Commerce Court, and Labor 
Commissioner Neill, a list of names from which they selected 
the five. Mr. Willard seemingly felt that having indicated that 
he believed that the men finally chosen were intelligent, able 
and impartial, it would be inconsistent for him to dissent from 
their findings. Having helped make the rules according to 
which the game was played, he apparently thought that it would 
seem unsportsmanlike to object to the result. 

The fact that Mr. Morrissey dissented from the report may 
tend to make organized labor and its friends criticise it. But 
before any one criticises it, he should consider the conditions 
out of which it grew. As to the high character, ability, intelli- 
gence and public spirit of the five real arbitrators there can 
be no question. Oscar S. Straus is a great business man who 
is noted for his philanthropy, who has served the United States 
in various important positions, including that of Secretary of 
Commerce and Labor under President Roosevelt; and he was the 
Progressive candidate for governor of New York at the last 
election. : 

Charles H. Van Hise is president of the University of Wis- 
consin; is a social reformer of note; and it has been largely 
owing to him that Wisconsin has made its government one of the 
most radical inthe Union. Frederick N. Judson is an eminent law- 
yer and a leading authority on the law of Interstate Commerce, 
and has come into national prominence on two occasions of sig- 
nificance. Some years ago employees of the Wabash Railroad 
struck. Federal Judge Elmer B. Adams issued an injunction 
which practically required them to return to work. They em- 
ployed Mr. Judson as their attorney, and he secured the re- 
scinding of the injunction. The second occasion on which he 
came into great prominence was when he and Judson Harmon 
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resigned as special attorneys for the United States government 
because President Roosevelt refused to follow their recom- 
mendation that the Santa Fe and certain of its officers be prose- 
cuted for rebating. Albert Shaw is the editor of the Amer- 
ican Review of Reviews, and always in his public utter- 
ances has been rather favorable to labor, and rather hostile 
to the railroads. Otto Eidlitz is a building contractor in New 
York City, and has been a leader in the National Civic Fed- 
eration, which is inclined toward labor in its sympathies rather 
more than toward capital. 

What was naturally to be anticipated from such a board? 
The railway managers feared, with apparent reason, that it would 
be partial toward labor. The enginemen apparently felt much the 
same way. The members of the board have given most of 
their time for five months to investigation of the issues in- 
volved in the controversy before them and to study of the con- 
ditions of which this controversy was a symptom. It is no- 
table as indicating the public spirit by which all of the five 
were actuated, that although it was understood when they were 
appointed that they would be paid for their services, after 
their work was done they refused any compensation. Past 
mediations and arbitrations in railway labor disputes, especially 
under the Erdman Act, have been settled according to what 
seemed to be the dictates of immediate expediency and not ac- 
cording to sound principles. In order words, the aim has been 
to get some settlement rather than a just settlement under 
which the rights of all parties interested, namely, the em- 
ployees, the railways and the public, would be sustained. This 
board set out to settle the controversy before it, not according 
to the dictates of a short sighted expediency, but according to 
fundamental principles. When they prepared their report, the ar- 
bitrators knew more about the issues involved, and the facts 
bearing on them, and had a clearer conception of the rights of 
the railways and their employees and their duties to the public. 
than any other body of men. Obviously no man who is not in 
a position to be as unbiased and public spirited in his attitude 
and to know as much about the facts, the issues and the prin- 
ciples involved can be accepted as a trustworthy critic of their 
report. The board evidently tried to deal with its problem 
almost exclusively from the standpoint of the public welfare; 
and if its report is criticised, it will be well, before accepting 
the criticisms, to consider whether the critic and those he rep- 
resents may not be seeking, perhaps unwittingly, to further 
their own interests at the expense of, rather than in accordance 
with, the interests of the public. 

The report may be expected to become an important prece- 
dent for further arbitrations. The recommendations made, 
especially that for the creation of a wage commission, will cause 
much discussion. It will be well, therefore, to consider just 
what is recommended, and the reasons. The board decided 
that the eastern enginemen are entitled to some improvements 
in their working conditions and to minimum wages consider- 
ably higher than those now paid on most eastern roads, and 
substantially higher than are being paid on some of them. The 
question of a living wage was not involved; it was recognized 
by both sides that the enginemen already were receiving more 
than that. It was contended by the enginemen that the rela- 
tive wages paid in the south and the west, and the increasing 
responsibility and hazard of their occupation, justified higher 
compensation for them. They asked for general standardization 
of their wages. The railways contended that their enginemen, 
all conditions considered, were highly paid as compared with 
other railway employees and other working men, and that the 
railways generally in the east could not afford to pay higher 
wages. They also contended that difference in both the phy- 
sical and financial conditions oi the railways should be con- 
sidered and that all should not be required to pay the sam: 
wages. 

The board decides that differences in physical conditions 0” 
different roads should be considered to some extent, but nc 
differences in their financial condition. It also decides that th: 
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eastern railways could afford to pay higher wages. But it 
bases its award chiefly on the wages paid to other classes of 
railway employees and to skilled workmen in non-railway 
trades. The advances in wages given are relatively small. In 
other words, the board decides that the enginemen’s wages 
should be made reasonable per se; and it felt that a relatively 
small increase would make them so. It also clearly indicated 
that it felt that while the railways could afford to pay a little 
more they could not afford to pay much more without being 
given permission to transfer the added burden to the public 
in the form of higher freight and passenger rates. The con- 
clusion to be drawn from this is obvious. It is that the board 
believes that generally speaking the wages of organized em- 
ployees on railways are high enough. 

In reaching this conclusion the board entered into an elabo- 
rate discussion of the relations between railways and their 
employees on the one hand, and the relations of the railways 
and the employees to the public on the other hand. It believes 
that railways should be allowed to earn enough to pay their 
employees fair wages and pay their security holders a fair 
return. But it thinks that the time will not return when the 
public or the regulating authorities will tolerate such financial 
operations as sometimes have taken place in the past. It be- 
lieves that the railways should be allowed to earn not only a 
fair return, but something for surplus; but it believes that 
this surplus should be invested in the property and never cap- 
italized by the issuance of stock dividends. It evidently be- 
lieves that if this policy were adopted it would be possible for 
the railways to get more liberal treatment from the public in 
respect to both labor matters and rate matters. This point 
merits the earnest attention of railway officers. Many of them 
will perhaps deprecate the idea that they ought never to be 
permitted to capitalize surplus invested in the properties. Just 
the same, it seems pretty clear that the board’s attitude is the 
correct one, and that, with extremely few exceptions, if any, 
the railways should profit from the investment of surplus by 
getting a larger percentage of return from the capital invested 
by their security holders rather than by capitalizing surplus 
and getting a smaller percentage of returns on the larger issue 
of securities. 

Viewing the matter broadly, the most important part of the 
report is that entitled “General Considerations.” Here the 
board discusses the general railway labor situation as illustrated 
by the case directly under consideration. It shows that the 
head of the Brotherhood of Locomotive Engineers had power 
to order a strike and that a strike would have stopped trans- 
portation in the most populous, wealthy and industrially active 
section of the country, thereby practically stopping all industrial 
operations. The board paints in glowing language the incon- 
venience, loss and suffering that this would have caused to the 
public. It decides that the power to cause the public such in- 
convenience, loss and suffering ought not to be possessed by 
any body of men, and that, therefore, the time has come for 
legislation to restrict the freedom of railway employees to 


strike. But if they are. to be deprived of this freedom they 
must be given something in its place. The board, therefore, 
Suggests the creation of national and state wage commissions, 
or labor commissions, “which should exercise functions regard- 


ing labor engaged at work in public utilities analogous to those 
now exercised in regard to capital by the public service com- 
missi ‘ns and boards in existence.” Many railway managers be- 
lieve that as the wages paid to labor largely determine the passen- 
ger and freight rates that they must charge, and that as the rates 
that they are permitted to charge largely determine what they 
Cail pay to labor, the settlement of wage and rate disputes 
should be delegated to the same bodies. The recommendation 
of ne arbitration board, however, is along the line of the policy 
advocated by F, A. Delano in letters published in the Railway 
“se Gazette on April 7, 1911, and May 12, 1911. Mr. Delano, 
will be remembered, suggested the creation of a permanent 
art of arbitration to settle railway labor controversies. 

‘nat the railway labor brotherhoods have secured a power 
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that is dangerous to the public welfare, and that for the protec- 
tion of the public some such plan should be adopted as is sug- 
gested by the arbitration board, has been repeatedly urged in 
these columns in recent years. Mr. Morrissey strongly dis- 
sents from this recommendation in a very able minority report. 
We have the greatest respect for Mr. Morrissey’s ability. We 
believe he is one of the fairest minded labor leaders in the 
United States. But the position he takes and the arguments 
he makes are strikingly analogous to those of railway managers 
in past years in reference to proposals for public regulation 
ot their rates and service. They said that fair public regula- 
tion of rates was impracticable; that regulation would deprive 
the railways of one of their most important rights of property, 
and so on. Nevertheless, public regulation of railways is an 
accomplished fact. Mr. Morrissey points out that there has. 
been great progress in the way of settling railway labor dis- 
putes without strikes. That is true, but there has been very 
little progress in settling railway labor disputes on their merits. 
They have been settled under the Erdman act on principles 
of expediency, and not on principles of enduring equity. They 
have been so settled as to avoid strikes, but not so as to secure 
to the railways, the employees -and the public what they are 
entitled to. They should be settled, not merely in such a 
way as to prevent strikes, but in such a way as to secure jus- 
tice to and promote the welfare of all concerned. They can- 
not be thus settled without a radical change in the method of 
settlement. When disputes now arise between railways and 
shippers the public does not allow them to be settled according 
to the law of the strongest, but requires that they be settled, 
as nearly as with human means they can be settled, according 
to principles of right; and it has established certain boards to 
apply and enforce those principles. When disputes arise be- 
tween individuals regarding property rights, the law does not, 
and never has in civilized countries, permitted them to be set- 
tled at. fisticuffs by the law of the strongest, but has required 
that they be settled by judicial process. No one claims that 
the decisions of courts are always right, but no one questions 
that the results gained by litigation are better than the results 
that would be gained by personal combat. And now the arbi- 
tration board says that when controversies arise between the 
railways and their employees, they should not be allowed to be 
settled by trial of strength, but that they should be settled in 
the same way that controversies between individuals regard- 
ing property rights are settled, and in the same way that con- 
troversies between railways and their patrons regarding rates 
are settled. If, as Mr. Morrissey’s dissenting opinion indicates, 
railway labor is going to oppose the plan recommended by the 
arbitration board, the public probably will not be wrong if 
it concludes that the opposition is due to the fact that railway 
labor now feels that it is stronger than the railway manage- 
ments, and that, therefore, it has more to gain at the expense 
of the railways and the public by being left free to exercise 
its superior strength, regardless of the cost to others, than by 
being required to submit the determination of its rights to 
public bodies especially created and equipped to determine 
those rights. 


ST. LOUIS & SAN FRANCISCO. 


HE St. Louis & San Francisco operates 5,241 miles of road 
covering the territory southwest from St. Louis and 
Kansas City, and with lines in the Mississippi valley from St. 
Louis to Memphis, with a line to Birmingham, Ala. Through 
the control of the Chicago & Eastern Illinois, the annual report 
of which is commented on elsewhere in this issue, the Frisco has 
its own connection with Chicago. The St. Louis & San Fran- 
cisco has not only a fairly heavy capitalization on its own prop- 
erty, but in the guarantee of the bonds of the New Orleans, 
Texas & Mexico lines (shown by a separate symbol on the map, 
as distinguished from the Frisco lines proper) and the carrying 
charges of the C. & E. I., it has additional heavy burdens. 
After the separation of the Frisco from the Chicago, Rock 
Island & Pacific, the financial problem facing the St. Louis & 
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San Francisco was a serious one. To add to this problem in the lines between St. Louis and Memphis and between Kansas City 
fiscal year ended June 30, 1912, the company had to meet operat- and Memphis were out of commission. During part of this time 
ing and traffic conditions that were quite unusually severe. On 153 miles of track was so damaged by floods as to be impassable 
its northern lines the winter months were a particularly heavy During the second half of the year gross operating revenues de- 
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strain, and in the last six months of the fiscal year the floods in creased over the corresponding period in the pervious fisce. year 
the Mississippi valley did an amount of damage that had never by $486,000, while operating expenses increased by $421,00' 
before been experienced. From March 24 to May 10 the main Taking into consideration these facts, the showing mace by 
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the management is an example of railroading that merits atten- 
tion. By a reduction of $611,000, or slightly over 2 per cent., in 
operating expenses, in the face of such operating conditions as 
have been mentioned, the management was able to, in part, offset 
a decrease in total operating revenues of $1,059,000, or 2.5 per 
cent. earning in 1912 $13,391,000 net operating revenue and show- 
ing, after the payment of taxes, interest charges, interest on 
guaranteed securities and guaranteed dividends on the Kansas 
City, Fort Scott & Memphis and the Chicago & Eastern Illinois, 
a slight surplus amounting to $177,000. It should be mentioned, 
however, that there was a deficit from the New Orleans, Texas 
& Mexico lines, which are operated separately, of $904,000, which 
deficit is charged to the St. Louis & San Francisco’s profit and 
loss account and which, if charged to this year’s income, would 
have changed the surplus shown to a deficit of $727,000. 

Ever since the separation of the Frisco from the Rock Island 
the management directly in charge of the operation of the prop- 
erty has been imbued with the spirit that the solvency of that 
great railroad property could only be maintained through extraor- 
dinary efforts on their part, and this spirit of carrying on the 
hand-to-hand fight against heavy odds has permeated through 
the entire organization to a remarkable degree. The economies 
of operation, the adoption of the most modern and enlightened 
policy toward freight damage claims and other methods that have 
been adopted, have been described at different times in the Rail- 
way Age Gazette in the past year. If operating statistics showed 
on their face no improvement in 1912 over 1911, the fact that the 
management had succeeded in holding its own under such severe 
conditions as were encountered from January to June, 1912, 
would reflect a considerable degree of success for their efforts; 
but the annual report shows that not only did the officers hold 
their own, but made absolute gains. 

The number of tons of revenue freight carried one mile totaled 
2,715,000,000, an increase of 39,000,000 ton miles, or 1.5 per cent. 
The number of passengers carried one mile totaled 474,000,000 
in 1912, a decrease of 32,000,000 from 1911. With the increase 
of 1.5 per cent. in ton mileage, there was a decrease of 1,466,000 
miles in freight train mileage, the total for 1912 being 10,170,000. 
The decrease in freight train mileage amounts to 12.6 per cent. 
As is almost universally the case, the company was unable to 
reduce passenger train mileage to correspond to a reduction in 
passengers carried one mile, so that the passenger train mileage 
in 1912 was 10,575,000, a decrease of but 15,000 train miles from 
1911. Freight locomotive mileage in 1912 totaled 10,530,000, a 
decrease of 1,470,000 freight locomotive miles. This is a de- 
crease of 12.25 per cent. The average revenue train load was 255 
tons in 1912, as against 221 tons in 1911, an increase of 44 tons, 
or 20 per cent., which in a year in which bitter cold, on one end 
of the line, and disastrous floods, on the other, contributed their 
full share toward disorganizing train service, is a record that 
is well worth mentioning. 

A study of the financial showing of. the company emphasizes 
the importance and insistent nature of the problem that the 
operating management has had to meet. Total other income, 
which includes income from securities owned, including the 
Kansas City, Fort Scott & Memphis and the Chicago & Eastern 
Illinois, amounted in 1912 to $1,842,000, while interest on guar- 
antved securities amounted to $2,564,000 and dividends on trust 
cer‘ificates of the K. C. F. S. & M. and the C. & E. I. amounted 
to $1,578,000. In addition to this there was a defieit, as has 
already been mentioned, of $904,000 on the New Orleans, Texas 
& Mexico lines (the Frisco guarantees the N. O. T. & M. bonds.) 
During the year ended June 30, 1912, the St. Louis & San Fran- 
cisco issued $5,502,000 general lien 5 per cent. bonds, and the 
tote! increase in funded debt amounted to $7,586,000. There 
was, however, a decrease of $5,704,000 in collateral trust bonds 
anc $1,029,000 in equipment trust certificates, so that the net in- 
crexse in debt amounted to $853,000. 

During the year the company spent $1,393,000 for additions 
an’ betterments to its property, exclusive of equipment, and 
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$1,925,000 net for equipment, making a total of $3,318,000. At 
the end of 1912 the company had on hand $6,050,000 cash, with a 
total of $14,086,000 working liabilities, of which $2,790,000 is 
loans and bills payable. Nothing was charged during the year 
to the income account for discount on securities, but $857,000 
was debited to profit and loss. There was, however, at the end 
of 1912 $12,930,000 unextinguished discount on funded debt car- 
ried on the balance sheet, which, notwithstanding the charge 
made to profit and loss, is an increase of $1,340,000 during the 
year. A condensed general balance sheet for June 30, 1912, is 
given which includes the St. L. & S. F., the C. & E. I. and the 
N. O. T. & M. This condensed balance sheet shows cash on 
hand of $7,517,000, included in total working assets of $28,169,- 
000, with $7,459,000 loans and bills payable included in working 
liabilities, amounting in all to $23,133,000. 

As a railroad property the St. Louis & San Francisco and its 
leasehold estates and auxiliary lines has great possibilities. 
Average earnings per mile on the Frisco amount to in the neigh- 
borhood of $8,000 ($8,032 in 1912.) The property has a freight 
density of 517,969 ton miles per mile of road and a passenger 
density of 90,512 passenger miles per mile of road. In 1912 
maintenance of way and structures consumed 12.16 per cent. of 
total operating revenues; maintenance of equipment, 13.11 per 
cent., and transportation expenses, 37.24 per cent. Maintenance 
in 1912 consumed a slightly smaller proportion of revenues than 
in 1911, while transportation expenses consumed a. slightly 
larger proportion. The operating ratio in 1912 was 68.19, and 
in 1911, 67.94. 

Of the total tonnage carried in 1912, amounting to 16,986,000 
tons, 39.03 per cent. was furnished by products of mines, 17.67 
per cent. by products of forests, 17.68 per cent. by products of 
agriculture, 14.49 per cent. by manufactures, 5.31 per cent. by 
merchandise (L. C. L.) and 3.89 per cent. by animals and animal 
products. The most notable changes in the character of tonnage 
carried was a decrease of 9.61:per cent. in the tonnage of prod- 
ucts of forests, and it is rather interesting to note that the 
tonnage of lumber amounted to 2,337,000 in 1912, which is 20.30 
per cent. more than in 1911. Other forest products furnished 
but 664,000 tons, a decrease of 51.81 per cent. from 1911. Prod- 
ucts of agriculture totaled 3,004,000 tons in 1912, which was 
greater by 17.53 per cent. than in 1911. 

The following table shows the principal figures for operation 
in 1912, as compared with 1911: 


1912. 1911. 

Average mileage operated........... 5,241 5,188 
Freight revenue .............-. $27,505,798 $28,071,782 
PSGSONGEr TEVETINE o o6 i ccie.ee cece 11,490,509 11,999,385 
Total operating revenue............ 42,100,364 43,159,228 
aint. of way and structures... 5,118,924 5,470,179 
Maint. of equipment............ 5,521,171 5,738,290 
ETMIMG CXDCNIES ib icoeiccccnesuees 1,098,446 1,085,847 
Transportation expenses ....... 15,678,94 15,737,165 
General expenses .........0000. 1,292,103 1,288,919 
Total operating expenses ........... 28,709,589 29,320,400 
PMS aigtaicre. Pe reerd Wana, di oe? dtordwaeoeace 1,957,583 1,811,827 
OPETAGNE INCOINE§ ..o660 ce cccviee weaere 11,433,192 12,027,001 
WORSE SGUINEG 6 cao hccoes Sachs amends 12,992,510 14,360,971 
MMT SAAMMIINIEN cc's ch bleas sislis caiav erie Miva ede 177,399 1,535,404 


COLORADO & SOUTHERN. 


LTHOUGH both freight and passenger revenue fell off in 
the fiscal year ended June 30, 1912, the Colorado & South- 
ern lines were able to reduce operating expenses sufficiently to 
in good part offset this loss in revenue, so that after paying 
expenses, taxes, rentals and interest, the company had _ net 
income available for dividends of $1,500,000, as against $2,- 
299,000 in 1911. Two per cent. dividends were paid in both 
years, and there was a surplus of $200,000 in 1912, as against a 
surplus of $969,000 in 1911. Included in charges to income in 
both years was half the deficit of the Trinity & Brazos Vai- 
ley, which is controlled jointly by the Chicago, Rock Island & 
Pacific and the Colorado & Southern. 
The reduction in revenue resulted from a smaller number 
of passengers carried; a smaller tonnage of freight carried, 
with a shorter average haul for freight; a very slightly lower 
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passenger mile rate, and a lower average ton mile rate for 
freight. The total number of passengers carried was 3,181,000 
last year, a decrease of 662,000 from the previous year; and 
the average receipts per passenger per mile were 2.52 cents in 
1912 and 2.53 cents in 1911. The number of tons of freight car- 
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281,000, and in 1912 to $13,960,000. There was carried a total of 
6,684,000 tons in the year 1908, and 7,148,000 tons in 1912. Of 
the total tonnage carried in 1908, 75.03 per cent. originated on 
Colorado & Southern lines and 24.97 per cent. on foreign lines; 
and of the total freight revenue, 70.60 per cent. was from freight 
originating on Colorado & Southern lines, and 29.40 per cent. 
from freight originating on foreign lines. In 1912, of the total 
tonnage carried, 68.43 per cent. originated on the Colorado & 
Southern and 31.57 per cent. on foreign lines; while 61.41 per 
cent. of the total freight revenue was from freight originatiny 
on the Colorado & Southern, and 38.58 per cent. from freight 
originating on foreign lines. Of the total tonnage carried in 1908, 
61.75 per cent. was products of mines, as against 66.76 per cent. 
in 1912; 14.08 per cent. was products of agriculture in 1908 and 
13.21 per cent. in 1912; 8.20 per cent. was manufactures in 1908 
and 9.26 per cent. in 1912; 6.22 per cent. was lumber in 1°08 and 
3.34 per cent. in 1912. 

The average receipts per ton per mile in 1908 were 1.134 cents. 
as against average receipts per ton per mile of 9.31 mills in 
1912. The average trainload in 1908 was 257 tons, and. in 1912 
was 314 tons. 

In addition to the expenditures for betterments made in the 
year 1912 that have previously been mentioned, the Colorado & 
Southern spent $1,367,000 for new lines and extensions. The net 
increase in funded debt was $3,736,000. The company had on 
hand $747,000 cash at the end of 1912, with no loans and bills 
payable and with a total of $1,557,000 working liabilities. At the 
end of 1911 the company had $1,477,000 cash, with no loans and 
bills payable, and with total working liabilities of $2,674,000. 

The following table shows the principal figures for operation 


in 1912, compared with 1911: 
1912. 1911. 


Average mileage operated ........... 1,881 2,016 
POPPE FEVORUE o).0s:0.0:00/0000s08 $9,850,049 $11,120,361 


Passenger revenue ..........00. 3,246,773 3,870,672 
Total operating revenue............. 13,959,976 15,824,065 
Maint. of way and structures.... 1,637,316 1,688,223 














The Colorado & Southern Lines. 


ried totaled 7,148,000 in 1912, a decrease of 617,000 tons from 
1911; and the ton mileage was 1,058,000,000 in 1912, a decrease 
of 113,000,000 ton miles from 1911, the average haui being 
148 miles in 1912 and 151 miles in 1911; and the average ,xe- 
ceipts per ton per mile were 9.31 miles in 1912 and 9.49 miles 
in 1911. 

The Colorado & Southern forms a line connecting the Bur- 
lington with the gulf of Mexico. It gives the Hill lines a guli 
of Mexico outlet and a feeder for the traffic which originates 
in the mountains of Colorado and on the gulf of Mexico and 
in Texas destined for points either northwest or northeast of 
Colorado. 

The Colorado & Southern operated in 1912 on a 68.88 per 
cent. ratio of expenses to operating revenues, as against a 
65.30 per cent. in the previous year. 

It is interesting to make some comparison of the changes that 
have taken place both in character of traffic, earnings and in 
physical condition since the Burlington acquired control. The 
last annual report signed by the management which sold control 
to the Burlington was.that for 1908. In the four years since 
1908 there was spent for additions and betterments $1,232,000 in 
1909, $795,000 in 1910, $2,502,000 in 1911, and $678,000 in 1912. 
This does not include expenditures for extensions and new lines. 
In 1908 the company operated 1,952 miles of road, and in 1912, 
1,881 miles.* In 1908 total operating revenues amounted to $14,- 


*The mileage for 1908 is that operated at the end of the year, and the 
mileage for 1912 is the average for the year. 













Abilene Cleburne 











Maint. of equipment ........... 2,532,181 2,779,143 
MONIC OKDENGES: 6 o:56 600 5 60 w 000% 236,127 239,692 
Transportation expenses ........ 4,728,765 5,112,952 
SSORITAL PRNENSES os 50-0000 00:08 482,066 514,101 
Total operating expenses ............ 9,616,454 10,334,111 
ee Re ar eee ere 4 478,323 





Operating income .. 4,978,345 
Total income ...... 5,623,566 
SUPE RINNE Ci cies eck bd oew x wees ,499, 2,298,592 
REE Sino insane ea honaKseeees 1,300,000 1,300,000 
PINE Cob sk be Saree Nake Sh eRESS cusae 199,968 998,592 
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MINNEAPOLIS, ST. PAUL & SAULT STE. MARIE. 


T is unusual and decidedly refreshing to find a road that 
showed very substantial increases in gross revenue in the 
fiscal year ended June 30, 1912. The Minneapolis, St. Paul 
& Sault Ste. Marie Railway Company, which operated, in 
1912, 3,773 miles, earned in that year very materially the 
largest gross in its history and saved for net $7,519,000, or 
slightly more than in its previous most prosperous year, 1910, 
operating, however, in 1912 on a ratio of 56.0*, as compared 
with 52.7¢ in 1910. Grain crops in the territory served were 
below the average yield in 1912. The winter was severe, and 
the Soo connection with the Canadian Pacific must, more- 
over, have to meet to a certain extent the competition of the 
St. Paul for through business to the Pacific coast. As Presi- 
dent Pennington, however, somewhat dryly remarks: ‘The 
increase in gross earnings [there was an increase from 
$12,819,000 in 1911 to $16,771,000 in 1912] under the somewhat 
depressing commercial conditions that have existed during 
the past two years, reflects to some*extent the growth in 
development of the country adjacent to the more recently 
constructed lines.” 
The Soo has completed its extension from Frederic to 
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before. Passenger revenues amounted in 1912 to $3,872,000, 
as against $3,191,000 in 1911. The average receipts per pas- 
senger per mile were 2.292 cents in 1912, as against 2.367 
cents in 1911. 

The average train load on the Soo is heavy for a road 
with such a small proportion of its tonnage furnished by 
coal, and in 1912 there was an increase of 68 tons in the 
average train load, making the 1912 figure 396 tons. The 
comparison with 1911 is with a poor year; but in 1910, which 
was a year of very heavy traffic, the average train load was 
378 tons, so that 1912 shows a substantial gain over that 
year. The increase in train load was largely due to better 
carloading, the average number of loaded cars per train be- 
ing 21.76 in 1912 and 21.46 in 1911, while the average number 
of tons per loaded car was 18.18 in 1912 and 15.30 in 1911. 
There was a substantial reduction in empty cars per train, 
the average being 6.84 in 1912 and 7.96 in 1911. 

The principal financing done during the year was the sale 
of $1,520,000 first mortgage consolidated bonds and $1,020,000 
equipment trust notes. In addition there were sold $3,500,000 
Wisconsin Central first and refunding mortgage bonds. 
These are not a liability of the Minneapolis, St. Paul & Sault 
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The Minneapolis, St. Paul & Sault Ste. Marie. 


Duluth, Minn., and traffic is now being routed from Minne- 
apolis and St. Paul to Duluth over this line. In 1912 there 
were 49 miles added to the total operated, and in the previous 
year there were added 235 miles of new line. 

The Minneapolis, St. Paul & Sault Ste. Marie is primarily 
a lumber and grain carrying road. Of the total 6,201,000 tons 
carried in 1912, 28.37 per cent. was furnished by lumber and 
16.18 per cent. by grain. There was a falling off of lumber 
traffic in 1912, the total for that year amounting to 1,759,000 
tons, as compared with 1,810,000 tons in 1911. On the other 
hand, there was a substantial gain in the tonnage of grain, 
which totaled 1,004,000 tons in 1912, as against 627,000 in 1911. 
Che tonnage of bituminous coal amounted to 548,000 tons in 
1912, as against 236,000 in 1911. 

The Soo is a road with comparatively light earnings per 
mile, but with a very low operating ratio. The total operat- 
ing revenues per mile of road in 1912 averaged $6,119, as 
against $4,858 in 1911. The ratio of operating expenses to 
total operating revenues was 55.7*, and the ratio of mainte- 
nance, including both way and equipment, to total operating 
revenues was 22.2. Transportation expenses consumed 29.7 
per cent. of total operating revenues. 

Notwithstanding the small amount of coal carried, the 
average receipts per ton per mile are low, being 7.22 mills in 
1912, as against 8.15 mills in 1911. The average length of 
haul was 267 miles last year, as against 214 miles the year 





Including in both years “Outside Operations.” 
*Excluding “Outside Operations.” 
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Ste. Marie, but are secured on a part of its property as now 
operated, namely, the Chicago division. The Wisconsin 
Central bonds were issued to pay for maturing car trust ob- 
ligations and underlying bonds, and to repay to the Soo 
temporary advances made for revision work on the Chicago 
division. ‘ In addition to the above bonds there were $6,000,- 
000 4 per cent. bonds, of a total authorized issue of $20,- 
000,000 bonds, of the Central Terminal Railway sold. These 
bonds are jointly guaranteed by the Central Terminal Rail- 
way and the Minneapolis, St. Paul & Sault Ste. Marie, and 
are secured by mortgage on the property of the Central 
Terminal. During 1912 the Soo spent $3,902,000 for new 
construction and equipment, and $471,000 for additions and 
betterments. 

At the end of 1912 the Soo was in a strong position as 
regards working capital. There was on hand $5,271,000 cash, 
with no loans and bills payable, and but $5,315,000 total 
working liabilities. This compares with $2,520,000 cash on 
hand at the end of 1911, and total working, liabilities of 
$4,536,000. The Soo was carrying at the end of 1912 $313,000 
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unextinguished discount on funded debt and showed a profit 
and loss credit of $11,707,000. 

The Central Terminal company mentioned above was in- 
corporated with $2,000,000 capital stock, which was sub- 
scribed for by the Minneapolis, St. Paul & Sault Ste. Marie. 
This company has bought a-tract of land in Chicago, on the 
west side of the Chicago river, between Canal and Clinton 
streets, running from Twelfth street to West Fifteenth 
street, and contracts have been let for a modern freight 
terminal. Trackage rights have been given by the Balti- 
more & Ohio Chicago Terminal Railroad, giving the newly 
acquired property a connection with the Chicago division of 
the Soo, and land has been bought for a connection with 
the B. & O. Chicago Terminal. The proceeds from the sale 
of the $6,000,000 bonds are, it is estimated, sufficient to com- 
plete the terminals as now planned. 

The Soo, handling as it does such a large tonnage of prod- 
ucts of agriculture, has been, since the close of the fiscal 
year, handling a very large freight business. The country 
which it serves is more prosperous than it has been for years, 
and with the extraordinarily good weather that has pre- 
vailed, congestion and car shortage have been held down to 
a minimum, so that the prospects for earnings in the fiscal 
year 1913 are unusually: bright. 

The following table shows the principal figures for opera- 
tion in 1912, compared with 1911: 





1912. 1911. 
Average mileage operated........... 2,741 2,639 
POG APOE: 56x 00nnbedeouss $11,934,792 $8,726,608 
Passenger revenue ...........0.. 3,872,488 3,190,564 
Total operating revenue ........... 16,770,700 12,819,188 
Maint. of way and structures... 1,697,402 1,427,664 
Maint. of equipment............ 2,027,240 1,817,107 
ee Pee ee 295,361 286,770 
Transportation expenses......... 4,985,876 4,326,936 
General expenses .......ccccess 336,565 304,688 
Total operating expenses............ 9,342,444 8,163,165 
BOS odes cceeeick aad 65s s4so eae OS 1,123,136 39,306 
ee, eee rt re 6,396,142 3,920,607 
Det POOR es och Knscbe ane eee ems 7,454,378 4,833,811 
eS Pe eer reer re 4,224,290 1,831,427 
OU SE rer 2,417,037 2,287,360 
DES (tei s CAKb eS SKReE Se eh eeS 1,807,253 *455,933 
* *Deficit. 





CHICAGO & EASTERN ILLINOIS. 


HE question of fuel supply for railroads is often one that 
is not given as much attention in the discussion of a rail- 
road’s operating costs as it properly deserves. It is, however, a 
question which ranks in importance with grades and with 
density of traffic. The Chicago & Eastern Illinois not only forms 
the Chicago connection for the St. Louis & San Francisco, 
which controls it, but is of great importance in itself as one of 
the heavy coal carrying roads entering Chicago. Even on this 
road, however, the problem of locomotive fuel supply at a 
reasonable cost has become more and more difficult. President 
Winchell, in the C. & E. I. report for the fiscal year ended June 
30, 1912, points out that when there has been large demand for 
coal and the market price has risen above the price at which it 
has been contracted by the railroad company, the company has 
not always been able to obtain full deliveries and has “even 
been obliged to’ confiscate a certain portion of the coal offered 
for commercial shipment in order to haul the balance to market.” 
During the past fiscal year the C. & E. I. has bought 10 operat- 
ing coal mines in Montgomery county, Ill, and Vermillion 
county, Ind., and additional coal lands in Sullivan county, Ind. 
The total purchases include 41,425 acres of coal lands. The 
mines have been leased to coal companies, but under conditions 
that insure an ample supply of coal for the company’s use. 

A further step of importance in the future operating econ- 
omies of the road has been the consolidation, which became ef- 
fective July 1, 1911, of the Chicago & Eastern Illinois, the Evans- 
ville & Terre Haute and the Evansville Belt Railway. 

The C. & E. I. now operates 1,275 miles of road. Total op- 
erating revenues in 1912 amounted to $15,216,000, an increase 
of 2.3 per cent. over operating revenues in 1911. Operating ex- 
penses amounted to $10,900,000 in 1912, an increase of $795,000, 
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or 7.9 per cent., over 1911. There was available for dividends, 
after the payment of interest and rentals, $1,058,000 in 1912, as 
against $1,542,000 in 1911. Regular dividends of 6 per cent. 
were paid on the preferred stock and 5 per cent. was paid on the 
common stock, contrasting with 9% per cent. paid on the com- 
mon in 1911. This left a surplus in 1912 of $105,000, as against 
$326,000 surplus at the end of 1911. 

The number of tons carried one mile totaled 2,106,000,000 in 
1912, as against 2,127,000,000 in 1911. The number of passengers 
carried one mile, however, totaled 162,400,000 last year, as 
against 157,600,000 the year before. Notwithstanding the slight 
decrease in ton mileage, there was a slight increase in freight 
train mileage, the total in 1912 being 3,980,000 freight train 
miles, as against 3,885,000 in 1911. The revenue train load in 
1912 was 511 tons, as against 528 tons in 1911. 

The Chicago & Eastern Illinois has a very heavy freight 
density, amounting in 1912 to 1,651,000 ton miles per mile op- 
erated. Of the total tonnage carried in 1912, 62.23 per cent. 
was products of mines. The principal changes in the character 
of tonnage carried were a decrease of 5.20 per cent. in the ton- 
nage of products of mines, a decrease of 4.39 per cent. in the 
tonnage of manufactures, and an increase of 3.88 per cent. in 
the tonnage of products of agriculture. 

The decrease in train load and the increase in freight train 
mileage are explained by the severity of the winter, and further 
by the fact that from April 1, for two months, the coal mines 
served by the C. & E. I. were closed. Coal shipments were 
crowded into the months preceding this shutdown, and, of 
course, this uneven movement of traffic was detrimental to the 
most economical operation. 

The C. & E. I, although moving such a large proportion of 
low grade tonnage, operates on a rather high ratio—71.63. In 
1912 maintenance of way and structures consumed 9.61 per cent. 
of total operating revenues; maintenance of equipment, 18.26 
per cent.; traffic expenses, 2.38 per cent., and transportation ex- 
penses, 38.19 per cent. Possibly one reason for this high operat- 
ing ratio is the fact that the C. & E. I. operates in very highly 
competitive territory for passenger busiress. The number of 
passengers carried one mile totaled 162.400000 in 1912, and the 
mileage of passenger trains totaled 3,094,000. The average rev- 
enue per passenger per mile is but 1.79 cents, which is entirely 
too low for the kind of passenger service that the C. & E. I. 
affords. The average passenger journey is 35.34 miles. 

The following table shows the principal figures for operation 
in 1912, compared with 1911: 


1912. 1911. 
Average mileage operated........... 1,275 1,275 
PYEIGHE TEVENUC ...000ccccccces $11,138,149 $11,042,556 
Passenger revente ............ 2,900,522 2,810,413 
Total operating revenues ........... 15,215,513 14,880,409 
Maint. of way and structures... 1,462,319 1,517,682 
Maint. of equipment............ 2,778,230 2,347,107 
Traffic expenses ......--.0ee0.- 362,549 346,853 
Transportation expenses ....... 5,810,822 5,415,155 
General expenses .............. 485,759 78,300 
Total operating expenses ........... 10,899,752 10,105,098 

BE” 'SCaleehakvaasenen wee 44496503 61, 
Operating income 4,313,343 
Total income ...... 5,219,097 
Net income ........ 1,541,767 
SUMMNEIE cc oesusss wes deesbeee 1,215,533 
PENS Sec ccn ban sas sun sdshcnkuwaw 326,234 








NEW BOOKS. 





Steel Mill Buildings. By Milo S. Ketchum, C.E., Dean of the College of 
Engineering, University of Colorado. Third edition. 6% in. x 9 in.; 
562 pages; 270 illustrations and 66 tables. Price, $4. McGraw-Hill! 
Book Company, New York. 
In this third edition of Ketchum’s “Steel Mill Buildings,” the 
chapters on “Stresses in Frame Structures” and “Stresses in 
Bridge Trusses,” have been rewritten and enlarged. The 
“Specifications for Steel Frame Buildings” have been revised. 
many of the cuts have been redrawn and many other revisions 
and additions have been made. This book is already well known 
as a text in engineering schools, and although it was written pri 
marily for instruction purposes, it has been favorably receive: 
by engineers as a reference book. 
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THE LARGEST RAILWAY SHOPS. 





New York, November 25, 1912. 
To THE Epitor oF THE RatLway AGE GAZETTE: 

In his “Impressions of British Railway Practice” in your 
issue of November 15, 1912, page 921, H. W. Jacobs says that: 
“The railway shops of the London & North Western, at Crewe, 
England, are probably the largest in the world, employing 
from 8,000 to 10,000 men.” If I am not mistaken, the Altoona 
shops of the Pennsylvania Railroad are larger, employing about 
12,000 men or more in busy times. MoHAWK. 





A NOMINATION THAT SHOULD BE UNANIMOUS. 





New York, November 25, 1912. 
To THE Epiror oF THE RAiLwAy AGE GAZETTE: 

The retirement of Mr. McCrea from the presidency of the 
Pennsylvania Railroad Company suggests to those who know 
the man the hope that the government of the United States 
can in some manner arrange to secure his valuable help in 
transportation matters. Most of the European governments 
have commissions which exceed in general usefulness any- 
thing in this country. If it be possible to do so, this would 
appear to be the opportunity for securing at least a portion 
of the services of a gentleman who by education, experience 
and personal attainments has mastered thoroughly the trans- 
portation business from start to finish. 

Mr. McCrea’s high character and the unquestionable posi- 
tion that he has gained by long years of hard and important 
work in most trying positions, entitle him to the respect 
that is today accorded him by his fellow workers and by all 
who know him. His position is acknowledged by all who 
know of his successful management of the immense prop- 
erties which have been entrusted to him. 

His past history more than justifies a firm belief in his 
impartial judgment and in the honesty of the opinions that 
ie might be called on to give on the knotty and important 
transportation questions that would be submitted to him for 
solution. 

While, no doubt, our legal brethren fee] fully qualified to 
pass judgment on transportation questions with as much 
affability as they would on legal ones, which they understand, 
I believe I am safe in assuming that even these gentlemen 
would gladly avail themselves of the assistance of such a 
man as Mr. McCrea; for they are familiar with his known 
independence and freedom from all influences except those 
that he believes to be right and just. 

It is certainly time that the unfortunate transportation 
goose of much fame that has laid such wonderful golden 
eegs, of convenience and value for the entire country, should 
be better understood and appreciated, and receive the in- 
telligent treatment it deserves. Could anyone be selected 
who could so well supply the explanations so much needed 
by congressional committees and by the commission, or 
whose opinion would be received with so much consideration 
and so little question? 

These suggestions are based upon a knowledge gained in 
railroad and governmental service which leads to the belief 
that many of our present troubles and misunderstandings 
come from a general lack of information, especially on the part 
of the public and from the want of explanations intelligible 
and illuminating to those in authority. 

From personal experience with the public, the writer is 
satisfied that just plain, commonplace information will go 
far to relieve the present embarrassment and to rectify the 
peculiar relationship that unfortunately now exists between 
the shipper and the transportation company, a relationship on 
whose success the entire business prosperity of the country 
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so largely depends. Hence this suggestion that the op- 
portunity for securing such valuable assistance should not be 
overlooked. Every endeavor should be made to interest Mr. 
McCrea in the service of the government; that is, the service 
of the whole people. C. NEILson. 





NEED OF A HIGHER DEMURRAGE CHARGE. 





San Francisco, Cal., November 19, 1912. 
To THE EpiTor oF THE RAtLway AGE GAZETTE: 

I have read your article, page 868, November 8, in reference 
to the circular issued by the Interstate Commerce Commission 
pertaining to the freight car shortage. 

In my opinion, the Commission has not touched upon the 
proper remedy. Stress is laid on the fact that the average 
movement of freight cars is less than twenty-five miles a day 
and that this low movement is not adequate to the need. We 
all can agree with the Commission that it is desirable to 
obtain a higher average movement per car per day; but the 
cause of the low mileage does not seem to have been 
analyzed. 

A study of the situation will develop the fact that a great 
proportion of the traffic of this country is tributary to 
populous or industrial centers, the traffic movement originat- 
ing and ending within a radius of one hundred miles. In 
many of such zones, the free time on certain commodities is 
as much as 72 hours—in some cases, 96 hours. The move- 
ment of cars to and from these centers will consume, at the 
outside, ten hours; while in loading or unloading the free 
time is used to the limit. 

The taking advantage by the consignor and consignee of 
the full free time allowed—in many ®ases on the part of the 
consignee of much beyond the free time—for storage pur- 
poses, is the true cause of the low mileage made by freight 
cars. If the Interstate Commerce Commission and the 
several State commissions would prescribe a demurrage rate 
of $5 a day, with a maximum free time of 48 hours, with 
no allowance for inclement weather, there would immediately 
be sufficient equipment available to meet the traffic require- 
ments of the country at this time. 

W. R. Scort, 
General Manager, Southern Pacific Company. 

[The significance of Mr. Scott’s views lies in the fact that in 
California, the state where he lives, a high demurrage rate 
has been in force for over three years; first a rate.of $6 and 
then (for the last year and a half) one of $3 a day. What 
he says, therefore, is based on the lessons of actual experi- 
ence.—EDITor. | 





STRICT DISCIPLINE IN SMALL THINGS, 





NasHvILLE, Tenn., November 18, 1912. 
To THE EpiTor OF THE RAILwAy AGE GAZETTE: 

Answering “J. S. M.,” who published his views with regard 
to the flagging rule in the Railway Age Gazette of November 8: 
When a red lantern is held in the same hand with a white, the 
red cannot be seen for any distance. I appreciate that a white 
light can be seen farther, but one must keep in mind that two 
kinds of a stop signal may be given by lantern, one to give no- 
tice of danger ahead, another to bring a train to a halt to pick 
up a car or some passengers. The former is much more vital 
and requires prompt action, therefore makers of rules prefer 
that it be given by red lantern. I see no objection to first sig- 
naling stop with the white lantern, but I do not recommend it. 
The present method is known to be safe, so there should be no 
departures therefrom. 

It is true that to threaten a child with punishment and not 
in each case administer it when commands are disregarded, is 
not the proper way to discipline; but if one says to a flagman 
that there are some rules much more vital than others and that 
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to violate those more important rules is unsafe, forbidden, and 
will result in dismissal, I see nothing wrong with the propo- 
sition. They then know just what to expect, as is known with 
regard to the use of intoxicants. The code provides. possible 
dismissal for taking a nip; but I think that neglect in flagging 
has cost more lives than the use of whiskey ever did. I will 
adhere to my original belief that flagmen should be warned 
that if they do not promptly protect their trains they will be 
discharged, and that it will be done without regard to whether 
an accident occurs. I will go further; I will say that engine- 
men who permit their green signals to fail on the front of 
the engine and thereby endanger the lives of men on the fol- 
lowing section, ought to also be discharged. There is too much 
carelessness; men do not inspect these front-end signals as 
often as they should, nor do they report those that are in bad 
order and cannot be kept burning. Flags are lost off and the 
the trip is continued with only one flag, or, sometimes, with 
only a part of one flag. One of the weakest features of the 
whole organization on American railroads is the failure to re- 
port irregularities so they can be corrected. Men are con- 
stantly tempted to piece along with a defective appliance, hoping 
that it may be discovered by others and reported, or that they 
will not get the same engine on the next trip. 
H. W. Forman. 





SAFEGUARDING THE LOCOMOTIVE. 





TenarF_y, N. J., November 12, 1912. 
To THE Epitor or THE RatLway AGE GAZETTE: 

Referring to Mr. Caruthers’ letter which appeared in your issue 
of November 8, page 875, and in which it was proposed to add 
English “life guards” to American locomotives. It appears to me 
that the scheme would not be of much value, for the reason that 
as there must be a certain clearance between the rail and the 
‘pilot there would have to be the same clearance between the rail 
and the life guard, as they are both rigid structures. Therefore, 
objects too small to be reached by the pilot would obviously es- 
cape the life guard. 

As long as we have trespassers on our tracks and mischievous 
boys who will place small articles on the rails “just for fun,” 
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A Flexible Device for Clearing the Rail of Small Obstructions. 











it seems that there should be some elastic or yielding device 
which can be placed nearer to the rail than the pilot. Some 
years ago, when in England, I saw several locomotives fitted 
with steel wire brushes. They were bolted to the frames imme- 
diately behind the life guards, and a short link near the brush 
back secured it firmly to the life guard. I never heard any ob- 
jection made to these brushes, but I do not think they are in 
use at the present time. 

The accompanying sketch will show how the brushes could 
be applied to an American locomotive; or the brush back could 
be fastened to the rear of the pilot only, instead of hanging it 
from the front bumper. There is no doubt these brushes would 
clear the rail of small obstructions, such as bolts or spikes, which 
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will sometimes. derail an engine, but whether there wouid be 
danger of removing torpedoes from the rail is a question. 
HERBERT T. WALKER. 





TENDER DERAILMENTS. 





Stamps, Ark., October 27, 1912, 
To THE Epitor oF THE RatLway AGE GAZETTE: 

Referring to the recent articles by E. W. Summers and others 
concerning tender derailments. These and derailments of cars 
chargeable to the same cause, have been the subject of much con- 
troversy, probably owing to the obscurity of the causes. The writer 
has personally investigated many such accidents, and in every in- 
stance imperfections in the track surface were found back of the 
point of derailment. In many cases the derailed truck ap- 
peared to have been violently and instantaneously slewed around 
to an angle of sometimes 20 or 30 deg., with the rail .at the 
point of derailment. The inference seems fair that the vari- 
ations in cross-level produce lateral oscillations of the car body. 
Ordinarily such oscillations are dissipated through the springs. 
but when there is a succession of cross-level variations, such 
that the front and rear trucks are simultaneously depressed, and 
thus the oscillations of the car body accentuated, the oscilla- 
tions become violent. If the speed be such that there is an 
impulse transmitted to the car body through the side bearing 
at the instant that the car body is at the point of maximum 
oscillation, the springs are closed, and a violent shock follows. 

The force producing motion in the car is transmitted along 
the center line, through the center pin, thence through the 
truck bolster to the truck and wheels. We may consider that 
this force is transmitted to the wheels on each rail, half to 
each side, when the load is not oscillating, but is carried entirely 
upon the center plate. But when the load is at the point of 
maximum oscillation there is a much larger proportion of the 
load carried on one side than on the other. This means that 
there is much more weight carried on the wheels on that side 
than on the other at that particular instant. Now, since with 
a given force the acceleration varies inversely as the weight 
and directly as the time, it follows that when the car body is 
at the point of maximum oscillation with springs fully com- 
pressed, and with the vertical reaction through wheels on one 
side suddenly increased, and on the other as suddenly decreased, 
and with the accelerating force remaining constant as to amount 
and point of application, the acceleration of the lighter side is 
suddenly increased, and of the heavy side as suddenly decreased, 
and the truck is suddenly and violently slewed and derailment 
results. 

Mr. Summer’s conclusions are practically the same as the 
above, but it would seem that in his graphical demonstration 
he has attempted the resolution of the product of force and dis- 
tance (momentum), which in the writer’s opinion is improper. 
My experience agrees with the views expressed by Mr. Walsh 
as to the decrease in tender derailments by decreasing the dis- 
tance between side bearings. It would seem that the reason 
for this is that by shortening the lever arm the danger of fully 
compressing the springs decreases. After all is said, however. 
the best prophylaxis for such derailments is good track. 

F. W. Green, 


General Manager, Louisiana & Arkansas. 





BraAzit1AN Rattway Concession.—The president of the statc 
of Minas Geraes has signed a decree granting a concession for 
the construction and operation of a railway from Antonio Dias 
on the Victoria to Minas railway to the Cacumba Serra. 


EQUIPMENT ON THE FEDERATED MALAy STATES Raitway.—!® 
February, 1912, the Federated Malay Railway had in service 11+ 
locomotives, of which 33 were of Pacific type, 38 of the ten- 
wheel type, and 43 were smaller engines. On the same date 
there were 2,229 freight cars of various types and 271 passenger? 
cars. 
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FAIRBANKS-TUCSON EXTENSION OF E. P. & S. W. 


Gives This Company a Larger Proportion of Haul on Trans- 
continental Traffic. Details of Standard Concrete Structures. 


The El Paso & Southwestern, extending from Dawson, N. M., 
464 miles east of El Paso, Tex., to Benson, Ariz., 296 miles 
west of that point, with a number of branch lines to timber 
and copper fields in New Mexico and Arizona, is now an inter- 
mediate carrier of transcontinental business between the Rock 
Island at Tucumcari, N. M., and the Southern Pacific at 
El Paso, Tex., a distance of 331 miles. 

An extension of this road from Fairbanks, Ariz., 65 miles 
west to a new connection with the Southern Pacific at Tucson, 
Ariz., 341 miles west of El Paso, will be completed by the end 
of 1912, making it possible to handle through business from 
Tucumcari to Tucson, 672 miles, an increase over the present 
haul from Tucumcari to El Paso of 341 miles. The work in- 
cludes reconstruction, now completed, of 10 miles of old line 
from Lewis Springs to Fairbanks, reducing maximum grades 
from 1.5 per cent. to 0.5 per cent., and maximum curvature from 
12 deg. to 3 deg., with the exception of one 7 deg. curve un- 
avoidable except by a long tunnel, whose construction is not now 
justifiable. 

GRADES AND CURVES. 

On the extension, the maximum grades are 0.3 per cent. west 
and 1.0 per cent. east, with maximum curves of 3 deg., as com- 
pared with maximum grades and curves of 1.0 per cent., 1.5 
per cent. and 10 deg. on a parallel railway. From Tucson east- 
ward, the minimum unavoidable rise is 1,730 ft. in 39 miies, 
making, with curve and station compensation, a practically con- 
tinuous 1.0 per cent. grade. An 0.8 per cent. grade was de- 
veloped on this section, but it required a long, tortuous and 
costly line. Principally on account of its relation to existing 
grades and to future practicable minimum eastbound grades on 
the old line forming a part of that division, the 0.8 per cent. 
grade was abandoned in favor of the 1.0 per cent. grade. The 
present eastbound grade on the old line is 1.0 per cent. When 
traffic justifies, it can be reduced to a minimum of 0.5 per cent. 
It did not appear justifiable to incur great additional expendi- 
tures for a long and crooked line having a grade materially less 
than a proper pusher grade for a 0.5 per cent. ruling grade. 


submit a single price per cu. yd. to cover all work, and the con- | 
tract was made accordingly. The character of the material 
divided the work into three sections, on each of which a single 
price was made. Section One included miles 1 to 26, Section 
Two, miles 27 to 43, and Section Three, miles 44 to 65. The 
haul specification was retained to make the disposition of ma- 
terial elastic. In the concrete work, however, no haul was al- 
lowed, the price per cu. yd. in place covering everything. 
Track is laid with creosoted ties, tie plates and 85 Ib. rail, 
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Portion of the El Paso & Southwestern Showing New Extension from Fairbanks, Ariz., to Tucson, 


The 0.3 per cent. westbound grade was chosen because, after 
comprehensive surveys, it proved materially less expensive in 
first cost than a 0.5 per cent. grade, otherwise satisfactory. 


ROADBED AND TRACK, 


The width of roadbed at grade varies from 20 to 30 ft., de- 
Pending on depth or height and character of material, and on 
Necessary clearances for modern construction tools. Prior to re- 
ceiving bids on the work, test pits were dug along the center line 
ot location and bidders were required to classify the material and 


using No. 12 turnouts for main line and No. 9 for yard work. 
Curves are spiraled and elevated 114 in. per degree. The aver- 
age cost per mile of completed roadbed and track is about 


$44,000. 


BRIDGES AND CULVERTS. 


There is no wood in the roadbed construction, openings of all 
kinds being of steel or concrete. Each drainage area was de- 
termined by checked surveys except a few large basins whose 
areas were computed from the state maps. Frequently a nutii- 
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Southern Pacific Crossing and Cienega Creek Bridge. 




















Seven-Span Concrete Trestle; El Paso & Southwestern, 

















Cienega Creek and Southern Pacific Crossing. 
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Standard Reinforced Concrete Culvert. 
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ber of small areas were drained through one opening by suitable 
ditching. Special attention was given to a comprehensive drain- 
age system throughout, a large part of the grading being ditcli 
and dike work. 

A special feature of the work is the concrete bridges, of which 
a score having a total length of 1,800 track ft. were built. In 
ten other cases this bridge was modified by substituting a rail 
top for the concrete slab for bridge floor. These structures 
are adapted to those situations where vertical height for water- 
way is limited. One standard of concrete arch from which 
many arches were built was used throughout. There are three 
steel bridges 300, 206 and 536 ft.. long. The drawings and 
photographs herewith show some of the details of the structures. 


BUILDINGS. 


At the Tucson terminal, an attractive depot building costing 
$55,000 is being erected and will be surrounded by a suitable park 
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Double Thirty-Foot Arch. 


water stations, steel stand pipes and 12 in. water columns are 
erected. 















































plat. The work there also includes a modern freight house, a The work is under the direction of J. L. Campbell, engineer, 
reinforced concrete roundhouse, steel coaling station, etc. For maintenance of way, and H. J. Simmons, general manager. 
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Standard Reinforced Concrete Slab Floor Bridge; Ei Paso & Southwestern. 


























Southern Pacific Crossing at Mescal. 
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R. H. Jones, division engineer, has field charge of location and 
construction. The grading was done by MacArthur Brothers 
Company, New York; the steel bridges were fabricated by the 
\merican Bridge Company and are being erected by the Mis- 
souri Valley Bridge & Iron Company. Track is being laid by 
the railway company 





CONNECTICUT COMMISSION REPORT ON 
WESTPORT DERAILMENT. 





The Public Utilities Commission of Connecticut has issued 
its report on the derailment which occurred at Westport, on 
the New York, New Haven & Hartford, October 3, in which 
four passengers and three employees were killed and a large 
number were injured. The main facts of this collision have 
already been reported in the Railway Age Gazette, and we 
give here such new points as are brought out, together with 
the recommendations of the commission. 

C. C. Elwell, chief engineer and inspector of the commis- 
sion, reports the facts of the case. He says that an explosion 
occurred, probably caused by the boiler of the engine being 
punctured when it struck the girder of the steel bridge over 
the street, just west of the crossover. The concussion caused 
by this explosion broke windows 100 feet away. ‘The fire 
which burned up the three parlor cars was started from the 
firebox of the engine. There was no evidence that the gas 
tanks under the parlor cars exploded, or that they were respon- 
sible for the burning of the cars. The estimated damage to 
cars, engine, track and bridge was $70,485. 

Mr. Elwell accepts the estimate of 40 to 50 miles an hour 
as the speed of the train passing Westport station, which is 
just east of the crossover. As to the action of the engineman, 
he says that there was apparently no effort made to check the 
speed until the engine was near the crossover, when an emer- 
gency application of the air brakes was made, but too late to 
materially lessen the speed. The drawbridge tender and the 
tower operator saw the danger, as did a work train conductor 
and a track foreman. None of these men succeeded in attract- 
ing the attention either of the engineman or the fireman. The 
tower man says that the fireman was sitting on his seat, look- 
ing straight ahead. The track and the equipment were all found 
in good condition, the only visible indication of anything wrong 
in the crossover being a slight spreading of the gage, amount- 
ing to about one inch in the widest place, which was the joint 
midway between the westerly frog and the switch beyond it. 
The signals and the interlocking were also found free from 
any imperfections. Having passed completely through the 
crossover, the tender probably was the first vehicle to tip over 
to the right, and the tender helped to pull the engine over. 

A short distance beyond the crossover the engine encoun- 
tered a facing point switch leading from the main track 
(No. 3) to a side track (No. 5). The marks on the rails 
“prove that the tender was careening more than the engine, 
due to its centrifugal force and shifting load of coal and 
water, and that the left-hand wheels of the forward tender 
trucks were not touching the rails, while the right-hand flanges 
were pressing hard against the north rail. 

“This condition existed while they were going from the 
west end of the crossover to where the main rail meets the 
facing switch. 

“At this point the width of the rail heads combined gave a 
wider surface for the wheel treads, and the bearing, which came 
on the outer part of the tread, raised the inner or flanged 
part of the wheel and allowed it to cross the top of both the 
switch and stock rails. Here the forward tender trucks were 
derailed, and they dropped to the ties 44 feet beyond. The 5- 
it. drawbar connecting the engine to the tender made it possi- 
ble for the ‘engine to keep on the main track until it reached 
the side-track frog, where it lost its equilibrium, due to the 


RAILWAY AGE GAZETTE. 








1035 





direct action of the derailed tender and aided by the centrif- 
ugal force of the engine itself.” 

That the engine and tender passed completely through the 
crossover at such high speed is held to be remarkable; and 
Mr. Elwell “feels assured” that had it encountered curves not 
exceeding 4 deg. the train would have passed through without 
harm. Therefore, he suggests that a No. 15 crossover would 
probably have averted the wreck; but he would recommend 
that a No. 20 be put in, as there is room enough for that 
length. (He says that the side track could just as well be 
connected at the other end, by a trailing point.) Continuing, 
and speaking generally, he says: 

“To insure safe operation and safeguard against accidents 
which might occur as a result of trains taking crossovers at 
excessive speed, I would suggest that all crossovers between 
parallel main tracks used for trains going in the same direc- 
tion, and through which trains are detoured, be constructed 
with No. 20 frogs; and at points where conditions will not 
allow crossovers of such length, pending the installation of 
an approved automatic train-control device, that signals be 
held at stop position and switches kept set for straight move- 
ment until the approaching trains have come to a full stop.” 

The commissioners, Richard T. Higgins, T. B. Ford and 
J. H. Hale, adopt the suggestions of the engineer, and they 
embody them in an order as follows: (1) That the rail- 
road company be directed forthwith to remove the facing- 
point switch leading from track No. 3 to track No 5, that 
being held to have been an important factor in causing the 
derailment. The switch “is inexcusably located.” (2) When 
high speed trains are to be diverted from one track to another 
and the crossover is not safe for high speed, then said trains be 
brought to a full stop before the switches are set for the cross- 
over movement. 

As to the engineman the commission says: 

“This commission can pass no order which will overcome 
human frailty in so far as the individual is concerned. The his- 
tory of railroad operation proves that human agency, under the 
most favorable conditions and exercised by the most trusted and 
competent employees, is liable to err, and it is the duty of the 
railroad company to adopt such improved mechanical devices and 
construction as will tend to prevent the disastrous results of un- 
controllable human frailty.” 

The commission having informed itself of the practice on the 
Pennsylvania Railroad and having consulted railroad civil en- 
gineers of high standing, concludes that No. 20 crossovers are 
safe for high speed (rate of speed not mentioned). Therefore 
the commission deems it equitable and in the interest of public 
safety and as a possible means of preventing similar accidents, 
to order as above. 





AUSTRALIAN TRANSCONTINENTAL RAILWAY.—This line will link 
up the railways of Western Australia with those of South 
Australia, and will so establish rail communication between. the 
east and west coasts of the continent, as far north as Geraldton 
on the west, and Rockhampton on the east. It will be of great 
benefit in accelerating the mail service, not only between states, 
but also with Europe, and, should the need arise, in expediting 
the transport of troops. It is not likely that the line will be- 
come popular as a passenger route, as a considerable portion 
of the country traversed is dreary and monotonous. The dis- 
tance between Port Augusta and Kalgoorlie is 1,100 miles, and 
between Sydney and Fremantle, by this vast stretch of rails, it 
will be 2,809 miles, the length of the different sections being: 
Sydney to Melbourne, 582% miles; Melbourne to Adelaide, 
48214; Adelaide to Port Augusta, 259; Port Augusta to Kal- 
goorlie, 1,100; Kalgoorlie to Fremantlé, 385; total, 2,809. The 
journey from Sydney to Fremantle, traveling by rail to Adelaide, 


‘and thence by mail steamer, takes nearly a week to accomplish, 


but when the railway is completed it should be possible to do 
the trip under four days. 















ETE S Se SION". 


NATIONAL ASSOCIATION OF RAILWAY COMMISSIONERS. 


Co-operation Between Federal Commission and State Com- 
missions Urged and Fair Treatment of Railroads Advocated. 


The twenty-fourth annual convention of the National Associa- 
tion of Railway Commissioners was held at Washington, D. C., 
on November 19, 20, 21 and 22. President Charles F. Staples, 
of the Minnesota Railroad and Warehouse Commission, pre- 
sided and at the opening session an address of welcome was 
made by Chairman C. A. Prouty, of the Interstate Commerce 
Commission, in part as follows: 


CHAIRMAN PROUTY’S ADDRESS. 


It is significant that the trend of modern thought is to add 
to the authority of railroad commissions. The Supreme Court 
of the United States in the last year has handed down decisions 
which firmly establish the principle that the orders of the Inter- 
state Commerce Commission, made in the exercise of its ad- 
ministrative judgment, can not be disturbed by any court; and 
the same doctrine will finally apply, if it does not already apply, 
to the state commissions; for that doctrine is embedded in the 
profound fact that you-can not revise the action of an adminis- 
trative body by judicial methods and judicial process. 

All that carries with it a great load of responsibility. When 
the Interstate Commerce Commission makes an order, which 
possibly means $1,000,000 a year to the carriers affected by it, 
$20,000,000 upon a 5 per cent. basis in one single bite, you can 
not help feeling the load of responsibility which goes with the 
making of the order. 

The very attitude in which a railroad commissioner stands 
to the parties affected by his action requires a man of extremely 
high ability. In the first place the commissioner is the guardian 
of the rights of the public.* It is his business first of all to 
protect the public from the aggression and the improper practice 
of the railroad. 

I am aware that is not perhaps the universal idea, and that 
some people dissent from that proposition. It is sometimes said 
that a railroad commissioner stands in the attitude of a judge 
whose duty it is to hear the testimony and decide upon the 
testimony. A railroad commission with no power except that 
to receive complaints, hear the evidence of parties as to these 
complaints, and decide upon that evidence, would be of some 
consequence, and would do some good, but would fall far short 
of the purpose of the ordinary railroad commission. 

At the same time, gentlemen, it is the duty of the railroad 
commissioner to most scrupulously protect the railroad and to 
mete out to the railroad the most exact justice. It is coming to 
be apprehended that that is required not merely as a measure of 
justice to the railway, but as a measure of right in the interest 
of the public. 

It is coming to be understood, gentlemen, that just as your 
servant can only properly discharge his duties when he is suitably 
fed, suitably clothed, and suitably housed, so the railroad can only 
properly discharge its duties when it receives proper treatment 
from the public. 

It is coming to be apprehended that in the final analysis the 
public pays the bill, and that it pays for us as railroad commis- 
sioners to accord to the railroads just and fair treatment. That, 
I say, is not only demanded by justice; it is demanded by public 
interest. 

Gentlemen, it requires ability of an extremely high order to 
discharge those two contradictory functions, to be at once, so 
to speak, an advocate and a judge. Not only that, but the rail- 
rvad commissioners of today are dealing with the great economic 
problem which is before this country. The United States is 
trying an experiment which never has been successfully worked 
out yet in the history of the world. It is trying to build, develop, 
and operate its railroads by private capital under rates and 
regulations fixed not by the owners of that capital but by the 


public. That, I say, is an experiment which has never yet been 
successfully worked out to the end. 

We can make rates reasonable, we can remove discriminations, 
we can put on schedules for the running of trains; all that is 
easy. The question is here, Can you obtain under this system the 
new money which is necessary to develop our old railroad 
systems and to build our new railroad systems? 

That is the crucial question. That question I have not got 
to deal with, but you younger gentlemen within the next 25 
years will have it to deal with. 

My home is up on the Canadian border. It is sometimes said 
that Canada is trying the same experiment with us. Canada 
has a railroad commission which is much more potential and 
much more effective than most commissions of the states, or than 
the federal commission. But Canada is not expecting apparently 
to be able to build its railroads from private capital under that 
system. Canada is building its own railroads. She owns now 
and has operated with indifferent success for some years one 
railroad a thousand miles long. She is building another rail- 
road at an outlay of $250,000,000, from the Atlantic to the 
Pacific. She is about beginning the construction of a railroad 
to Hudson Bay. There is hardly a railroad in the whole Domin- 
ion of Canada today, long or short, built by private capital, which 
has not received a subsidy and usually a subsidy in money. 

Gentlemen, we may come to that same idea. We may conclude 
that railroads ought not to be allowed to charge rates which 
will induce the building of new railroads by private capital. 
Perhaps that ought to be the conclusion, but what I say now is 
that upon the manner in which you gentlemen deal with this 
subject of railroad regulation very intimately depends the success 
with which this experiment is to be worked out and the future 
of that question in this country of ours. 

There is one other thought which necessarily comes to the 
front on an occasion of this sort. You are state commissioners; 
we are federal commissioners. In that fact many people see 
confusion, disaster, discord. I do not, myself, feel any appre- 
hension of conflict or disaster. But it certainly is possible that 
there may be most serious confusion. Every man, I think, ad- 
mits that in the commercial intercourse of the United States 
there should be no such thing as a state line. 

The thing which led to the calling of the convention which 
finally gave to the United States of America a constitution, and 
made it a nation, was the jealousy which existed between the 
colonies over commercial intercourse. The one thing which was 
admitted all through that convention, and accepted almost as a 
matter of course, was that the federal government must contro! 
commerce between the states. 

In the conventions which led up to the ratification of the con- 
stitution no serious question was made in but a single state over 
that clause which gives a federal congress control over com- 
merce between the states and with foreign nations. 

The Interstate Commerce Commission and all the activities of 
the Interstate Commerce Commission are based upon that claiise 
of the constitution. It seems to me that it must finally come to 
pass in some way or other by additional legislation or by judicial 
interpretation that the Interstate Commerce Commission, the 
federal commission, must have power to prevent any manipulation 
of freight rates which will give to the citizens of one state * 
commercial advantage over the citizens of another state. 10 
that extent the authority of the federal commission must final!) 
be supreme. 

Upon the other hand, there are many matters which shou!d 
properly be left entirely to the state commissions. Those matters 
concern principally, perhaps, the building, the maintenance, t!¢ 
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operation of the railroads. Between these two extremes lie the 
great mass of our activities, yours as state commissions, ours as 
a federal commission. 

As to these activities, each commission is entirely independent, 
and at the same time it is for the public interest that our activities 
should be harmonized. It is greatly in the public interest that 
this structure of rate regulation, that the rates and the practices 
under which the transportation by rail of this country is con- 
ducted, whether state or interstate, should be one, harmonious 
and homogeneous whole. 

This suggests the idea that there ought to be some bond of 
connection between the state commissions and the national com- 
mission. I have myself often considered whether it would not 
be possible by law to supplement the one commission with the 
other, but without any satisfactory results. 

You can not put any restraint by the nation upon the state, 
nor can you put any restraint upon the nation by the state. 
While, however, it may not be possible by statute to do anything 
of value in that direction, it certainly ought to be possible 
by agreement to establish some bond of connection, some work- 
ing arrangement between the state commissions and the national 
commission, which would at least permit of the free discussion 
of these questions—of the understanding by various state com- 
missions of the conditions in different parts of the United 
States, and of the same understanding by the national com- 
mission—so that we might, when a conclusion is reached, work 
at least intelligently. 

This convention affords in a very limited way an oppor- 
tunity of that sort. As I understand it, that idea was the 
genesis of this convention. The early members of the Inter- 
state Commerce Commission invited the members of the state 
commissions here in order that these subjects might be mu- 
tually discussed. 

It is in that spirit that I stand here as the representative of 
the Interstate Commerce Commission this morning. We are 
glad to see you. We are anxious to co-operate with you. 
If we are not all of us present at all these meetings all the 
time, it is not because of want of disposition, but because it has 
come to pass in the pressure of business that an Interstate 
Commerce Commissioner is no longer master of his own time. 


PRESIDENT STAPLES’ ADDRESS. 


President Staples, in his opening address, urged a greater 
degree of uniformity and harmony as between the work of the 
various state commissions and between the state and _ inter- 
state commissions, saying that the railways can hardly be blamed 
for preferring a centralized regulation. “As long as you have 
several states studying to see which can outdo all others in 
radical and antagonistic regulations,” he said, “the roads are 
justified in complaining.’ He thought the national association 
could do much to assist in uniformity of action among the 
state commissions, and suggested a plan of having all the states 
join in maintaining at Washington a common agent to represent 
the various commissions in all matters affecting interstate ques- 
tions. He also suggested the appointment of a committee con- 
sisting of two statisticians in the employ of commissions, two 
railway accounting officers to be approved by the Association 
of American Railway Accounting Officers, and a fifth man to be 
recommended by the other four not connected. with a railway, 
to determine a fair basis for dividing operating earnings by state 
lines and for separating terminal from carrying expenses. 


COMMITTEE REPORTS. 


The Committee on Railroad Taxes and Plans for Ascertaining 
a Fair Valuation of Railroad Properties (Clifford Thorne, 
of the Iowa Board of Railway Commissioners, Chairman), 
submitted an exhaustive report reviewing the methods and 
experiences in the different states that have undertaken rail- 
way appraisals, with discussions of the differences in the prin- 
ciples and methods of valuation adopted. The committee sug- 
gested either that the report be submitted by the succeeding 
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committee to the chief engineers of the various commissions 
for a discussion of the points involved or that the association 
announce its purpose of framing a set of recommendations as 
to rules for valuation purposes and endeavor to obtain a re- 
port that would have a very strong moral effect in influencing 
uniform methods. The report was referred to the new com- 
mittee. 

The Committee on Rates and Rate-Making (William J. Wood, 
of the Indiana Railway Commission, Chairman), presented no 
formal report, stating that the members were so widely scattered 
that it had been impossible to hold a meeting. Individual dis- 
cussions of the subject were presented by O. P. Gothlin of the 
Ohio Public Service Commission; E. H. Hogueland, secretary 
of the Kansas Public Utilities Commission; Mr. Wood; E. H. 
Walker, of the Nevada Railroad Commission, and John M. 
Eshleman of the California Board of Railroad Commissioners. 
Mr. Gothlin said that the general average of railway rates in 
the United States can hardly be justly criticized and that the 
important function of regulative bodies with regard to freight 
rates would appear to be that of equalizing, rather than reducing 
rates. “There will never be adequate and effective regulation,” 
he said, “until regulative bodies are vested with power to 
establish minimum as well as maximum rates, and actually 
exercise that power.” He objected that rates are not made upon 
a scientific basis and argued at some length that the cost of 
service is the essential factor to be considered. 

I. B. Mills, chairman of the Minnesota Railroad and Ware- 
house Commission, presented an individual report for the Com- 
mittee on Legislation in which he urged that the Interstate 
Commerce Commission make a thorough investigation of the 
subject of car supply and “adopt some rules which will give 
more efficient service.” 

William F. Rhea, of the Virginia Commission, presented the 
report of the committee on Grade Crossings and Trespassing 
on Railroads, which said that trespassers can be kept off rail- 
way right of way only by penal laws vigorously enforced, but 
that while this is theoretically easy the complicated problems 
of grade crossings present give rise to differences of opinion. The 
report referred to the “manifest injustice” of requiring the rail- 
ways to bear the entire-expense of grade crossing elimination 
and recommended that in case any state should compel the 
railway companies to bear the expense alone “it should most 
certainly authorize it to collect an additional revenue to meet 
such expense,” but inasmuch as the state’s authority would 
not cover interstate business a division of the initial cost should 
be made and the railroad commissions would be the bodies most 
competent to apportion the expense. The report included a 
comparison of the American and British railway accident sta- 
tistics with the conclusion that, taking into account all the ele- 
ments of risk and volume of traffic, it is not true that the rail- 
ways of this country must be judged to be worse than those of 
Great Britain. J. C. Sullivan, of the Ohio Commision, presented 
a supplementary report in which he said “it is high time th 
question of trespassing receive attention at the hands of the 
federal government, and also by the different states, looking 
toward the enactment of such laws, vigorously enforced, as 
would result in the abolishment of trespassing.” 

Interstate Commerce Commissioner Clark, chairman of the 
Committee on Uniform Classification and Simplification of 
Tariffs, said the committee had prepared no report. He re- 
ferred to the disappointingly slow progress that has been made 
in the work of uniform classification thus far, which has been 
further delayed by the-demand for the suspension of the West- 
ern Classification, and thought that the dissatisfaction with the 
slow progress has been partly responsible for the demand re- 
flected in the bill passed by the last senate authorizing the 
Interstate Commerce Commission to formulate a uniform classi- 
fication. He preferred to see the classification made by thx 
railways rather than by a commission, but thought there must 
be some legislative power to require maintenance of uniformity 
after it has been agreed upon. He thought the plan recently 








proposed by the National Industrial Traffic League, that the 
<lassification be made by a permanent committee provided and 
paid by the railways but not employed by individual companies 


was good. He thought this plan would be feasible if supple- 
mented by legislation requiring its adoption and maintenance. 

This provoked a lengthy discussion by Mr. Gothlin of Ohio and 
Mr. Thorne of Iowa among others, who objected strenuously 
to the idea that railway men have anything to say about the 
classification, and a resolution was passed recommending the 
appointment by the Interstate Commerce Commission of a body 
of “disinterested experts,” to be paid by the federal government, 
“to frame and promulgate a classification of rates to apply uni- 
formly over the United States.” 

The report of the Committee on Express Service and Ex- 
press Rates, presented by Martin S. Decker of the New York 
second district commission, as chairman, consisted principally 
of a review of the investigation and report made by the Inter- 
state Commerce Commission, with a recommendation that the 
general scheme of constructing and stating rates as set forth 
in that report be approved by the association, “subject to such 
variations in the application thereof as may be necessary to 
local conditions within the several states.” The recommenda- 
tion was adopted. 

Interstate Commerce Commissioner Meyer presented a prog- 
ress report for the Committee on Statistics, calling attention 
to the need for co-operation on the part of the various state 
commissions to the end of formulating some general plan of 
uniformity that may be laid before the association in a few 
years, so that a practical plan can be developed. 

C. H. Hughes, of the Ohio Commission, presented the report 
of the Committee on Railway Capitalization, including a resolu- 
tion that there should be secured by appropriate legislation full 
publicity in the issuance of railway securities and in addition “a 
reasonable measure of restraint and control thereof by public 
authority.” Interstate Commerce Commissioner Clements dis- 
cussed the report at length, urging the need of some form of 
Security regulation, which will not, however, stop the necessary 
development of our transportation systems. If it can come 
through state control, well and good, but if not there will be 
need for the exercise of federal control, and he doubted if there 
would ever be adequate regulation by all of the 48 states. The 
resolution, with various substitutes, was tabled. F 

J. R. Wingfield, of the Virginia Commission, presented the 
report of the Committee on Car Service, Demurrage and Re- 
ciprocal Demurrage, which he said had been prepared for the 
purpose of trying to secure action by the American Railway 
Association that will lead to the furnishing of cars promptly 
when called for. The report contained a recommendation that 
the several states should establish reciprocal demurrage rules, 
reasonable as to penalties, and with a provision for relief from 
the penalties on reasonable grounds. It also urged an increase 
in the per diem rate of $1 per day. John H. Marble, secretary 
of the Interstate Commerce Commission, said that the com- 
mission, in co-operation with the carriers, is concentrating its 
efforts on bringing about the prompt return of equipment to 
the owning roads, which will not solve the question, but will 
serve to show who is responsible for the delays and delin- 
quencies. He expressed the opinion that there are enough 
cars in the country to supply the needs of the country, and 
that the delinquency is in the matter of proper terminals and 
operation. 

The committee was directed to give especial attention during 
the ensuing year to the question of car shortage and car supply, 
and to report recommendations to the next meeting. 

The Committee on Railway Service and Railway Accommo- 
dations presented a report reviewing the efforts of the state 
commissions to regulate various. phases of the subject, with a 
discussion of the difficulties involved. The committee “could 
not refrain” from the suggestion that a private car at the rear 
end of a train is the very poorest place from which to make 
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an inspection of a railroad with reference to the service and 
accommodations afforded the traveling public. 

The Committee on Safety Appliances (William Kilpatrick, 
secretary of the Illinois Commission, chairman), submitted in 
place of a report a paper by D. F. Jurgenson, engineer for the 
Minnesota Commission, on “Railroad Accidents, Their Causes 
and Remedy.” 

The report of the Committee on Amendment of the Act to 
Regulate Commerce, by C. C. McChord, of the Interstate Com- 
merce Commission, contained but one recommendation, that the 
act shall be amended so as to give shippers three years from 
the time of the cause of action in which to present claims for 
the recovery of damages to the commission. The recommen- 
dation was adopted. 

James E. Sague, of the New York second district commis- 
sion, presented the report of the committee on Rails and Equip- 
ment, an exhaustive review of the statistics on rail failures as 
developed by investigations of the Interstate Commerce Com- 
mission, the American Railway Association, the American 
Railway Engineering Association, and various state commis- 
‘sions, and of the various discussions before the technical so- 
cieties and in the technical press. The conclusions of the com- 
mittee are: 

(a) That present conditions do not require the inspection by 
the government of rails and equipment, or legislation concern- 
ing specifications or inspection. 

(b) The most effective governmental method of securing 
continued improvement in the rail situation is the careful and 
thorough investigation of all important accidents which may be 
caused by rail breakage. In this connection it is desirable that 
each state commission should keep informed as thoroughly as 
may be practicable regarding the rail failures upon the lines 
under its supervision. 

(c) The government tests of rails and ingots which were 
begun a few years ago should be continued and special study 
should be given to rail steel made by the basic open-hearth 
process. 

Officers were elected as follows: President, O. P. Gothlin, of 
Ohio; first vice-president, Laurence B. Finn, of Kentucky; sec- 
ond vice-president, Clifford Thorne, of Iowa; secretary, W. H. 
Connolly, chief clerk of the Interstate Commerce Commission; 
assistant secretary, William Kilpatrick, secretary of the Illinois 
commission. 

The next meeting of the association will be held in Washing- 
ton on October 28, 1913. 





Cutan Rarrroap Construction.—There are at present 1,290 
miles of railways under construction in Chili. 


RaiLwAy CONSTRUCTION IN Botivia—The line which is being 
built from Cochabamba in central eastern Bolivia southwest to 
Oruro will be about 121 miles long. Rails have already been 
laid on the first 52 miles of the line and grading work has been 
completed on a further 12 miles. Oruro is located on the main 
line from Antofagasta, Chile, to La Paz, Bolivia. 


New SpanisH Rartroap—A 99 year concession has _ been 
granted to the Compania de los Ferrocarriles del Bidasoa to 
build and operate a railroad from Irun on the Bay of Biscay 
near the French border, southeast to Elizonda, about 20 miles. 
The time allowed for the completion of the work is five years. 


‘ The rolling stock required will include six locomotives, 11 pas- 


senger cars, and 36 freight cars. 


New Rartroaps For CoLompiA.—Construction work on the 
railroads from Puerto Berrios on the Magdalena river west to 
Medellin in the province of Antioquia, about 110 miles, is now 
nearing completion. Next May has been fixed as the date for 
inauguration of the completed line. Only a few miles remain 
to be finished and connection is now made between the two 
branches by automobile. The line will pass through Pavas, 
Flata, San Domingo, Barbosa, San Pedro and Capacabana. 
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ARBITRATION BOARD 


MAKES ITS REPORT. 





Gives Eastern Enginemen Advances in Pay and Strongly 


Urges Creation of 
The most important American labor dispute submitted to arbi- 
tration since the anthracite coal strike in 1902 has just been 
terminated by the award and report of the board of arbitration 
entrusted with the settlement of the controversy between fifty- 
two eastern roads and the 30,000 engineers in their employ. 

The railroads were represented on this board by Daniel 
Willard, president of the Baltimore & Ohio and the engineers 
by P. H. Morrissey, former grand master of the Brotherhood of 
Railroad Trainmen. The other five members of the board, ap- 
pointed by the chief justice of the Supreme Court, the United 
States Commissioner of Labor, and the presiding judge of the 
Commerce Court, were Oscar S. Straus, of New York; Presi- 
dent Charles R. Van Hise, of Wisconsin University; Albert 
Shaw, editor of the Review of Reviews; Frederick N. Judson, 
of St. Louis; and Otto M. Ejidlitz, former president of the Build- 
ing Trades Association of New York City. 

The arbitration resulted from a concerted movement begun by 
the Brotherhood of Locomotive Engineers in January, 1912, when 
the brotherhood presented to the railroads a series of requests 
involving uniform rates of pay, uniform classifications of service, 
and uniform working rules throughout the Eastern district. The 
railroads refused to grant the requests of the men, whereupon the 
brotherhood took a strike vote which indicated that over 93 per 
cent. of the engineers were prepared to strike upon approval by 
Grand Chief Warren S. Stone and his associates, as required by 
the brotherhood rules. Judge Martin A. Knapp, of the Com- 
merce Court, and Dr. Charles P. Neill, Commissioner of Labor. 
urged the contending parties to seek an amicable settlement of 
the dispute and thus avoid the calamity of a strike upon the rail- 
roads of so large and important a section of the United States. 
Mr. Stone, on behalf of the engineers, and J. C. Stuart, chairman 
of the Conference Committee of Managers, on behalf of the rail- 
roads, agreed to consult with these gentlemen, and while the 
consultation resulted in the rejection of a proposal to mediate, 
the contending parties agreed to submit the matters in dispute to 
a Board of Arbitration. The hearings by the board have been 
fully reviewed in the Railway Age Gazette. 

The problem was one of such difficulty that it became neces- 
sary before an award was made for the board to consider the 
principles which should obtain. The facts upon which the board 
reached their conclusions are so involved and numerous that they 
cannot be summarized. Their investigations regarding the com- 
pensation to capital, the intercorporate relations of the railroads, 
their present earnings, their future possible earnings, and other 
factors, were so complex that the board were unable to arrive at 
a conclusion regarding the ability of the roads to pay an increased 
compensation. In any case they held a reasonable wage should 
be paid. Disregarding, therefore, the claim of the railroads that 
they were unable to bear an increase, the board agreed to the 
principle that the engineers should be paid a fair wage. 

In determining the basis of a fair wage, they took the point of 
view that the existing facts regarding the relation of wages of 
engineers to those of other classes of employees in the train 
service in the Eastern district and in other parts of the country 
should be the guiding principle. Their discussion of facts in this 
connection led them to the conclusion that a general increase of 
wages on all roads was not warranted upon the basis of the evi- 
dence presented. They also reached the conclusion that on some 
roads and for certain classes of service, the compensation is too 
small; and therefore they introduced into the award the prin- 
ciple of a minimum wage for the entire district in question. The 
more important of their awards are as follows: 

THE AWARDS MADE. 

A minimum wage of $4.25 for 100 miles or less for engineers in 

passenger service, with an overtime rate of 50 cents per hour 


Permanent 


Wage Commissions. 

with an average speed of 20 miles per hour; a minimum of $4.75 
for engineers in through freight service, per day of 100 miles or 
less, with overtime pro rata after ten hours; 25 cents additional 
per day in local freight service; and of $4.10 per day of ten hours 
or less in switching service. All existing rates higher than these 
minima are continued in force. 

In fixing the minimum wage in passenger service at $4.25 per 
day, a higher minimum rate is established for the roads parties 
to the arbitration with the exception of a few. In awarding the 
minimum through freight rate of $4.75 per day, the board estab- 
lishes wages for the district that measurably approach the current 
minimum of roads now paying the better rates. In making the 
rate. for local freight service 25 cents higher than the through 
freight service, a general increase of compensation is granted. 
Also the effect of the 20 mile per hour basis of computing over- 
time in the passenger service, the rules regarding final terminal 
delay, and other changes in the rules of service, are all more 
favorable to the engineers than existing rules on many of the roads. 

In its award the board states as its belief that the engi- 
neers should be granted a fair compensation. It further states 
it to be probable that the great majority of the railroads in 
the district considered are able to pay a fair compensation. If 
they are not able to pay such compensation with existing rates, 
the report says, there is just cause for them to open again the 
question of an increase of rates with the Interstate Commerce 
Commission. 

The Board of Arbitration says that while it might have been 
regarded as having performed its assigned task in making the 
award, its investigations led it to consider the broader aspects 
of the problem. Never in the history of the United States has 
there been a strike on all the railroads of a great section of the 
country. The present arbitration, involving as it did a concerted 
movement affecting 52 roads, representing a new phase of de- 
velopment. 

IMPORTANCE OF THE CONTROVERSY. 

The railroads involved operated 66,876 miles of main track in 
1910, or more than one-fourth of the total mileage of American 
railroads. Their annual operating revenues exceed one billion 
dollars, or nearly forty per cent. of the total for all our railroads. 
They carried nearly one-half of the freight traffic of the United 
States, and over two-fifths of the passenger traffic. Excluding 
general officers, the annual pay roll of their employees amounted 
to $466,000,000, and the annual compensation of the engineers 
alone was nearly $38,000,000, or forty-one per cent. of the total 
compensation of all railroad engineers in the country. 

The roads comprise nearly all of those in New England, New 
York, Pennsylvania, Delaware, New Jersey, Maryland, Ohio, 
Indiana, Michigan, and part of Illinois, practically all of the lines 
east of Chicago and north of the Norfolk & Western. 

If an effective railroad strike had occurred in the eastern part 
of the United States, while this would have been disastrous to the 
railroads and would have resulted in great losses to the engineers, 
the loss to the public would have been vastly larger than that of 
both parties to the conflict. The board concludes that a railroad 
strike for the great centers of the United States can no longer be 
considered as a matter which primarily affects the railroad ope- 
rators and employees. Continuing the board says in part: 

ENORMOUS LOSS TO THE PUBLIC BY A STRIKE. 

“The loss to the public would have been vastly larger that that 

of both parties to the conflict. Of necessity, building operations 


and many other lines of employment would have ceased in whole 
or in part; for not only are the people of the great cities de- 
pendent upon the railroads for their daily food-supply, but the 
great industries depend on the railroads daily for their materials, 
and a week’s failure on the part of the railroads to deliver mate- 
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rials to the manufacturers would have made it necessary for many 
to shut down even if the owners had wished to continue them in 
operation. But in any case many of the owners would have been 
compelled to shut down their plants, inasmuch as they could not 
afford to continue manufacturing articles of commerce which 
they had no means of transporting to the places of sale. 

“It thus appears if a strike of railway employees were success- 
ful in stopping traffic, its effects upon the industry of the country 
would be analogous to those of a general strike, simply because a 
great number of other industries could not continue if the rail- 
roads ceased to operate. Such a strike would have at least the 
partial effect of a universal strike, forced upon the public, and 
even the willing workers in other branches of industry. In cer- 
tain general strikes of some foreign countries there have been 
exceptions made of certain employments necessary to human 
existence; but in a suspension of business through stoppage of 
all transportation there would be no exception. 

“A somewhat analogous case in the United States to a railway 
strike for an entire region was the anthracite coal strike in 1902, 
where the stoppage of coal supply of a great commercial and 
manufacturing interest was deemed a calamity which compelled 
the intervention of the President of the United States. How- 
ever, the stoppage of the anthracite coal supply was not nearly 
so serious as would be the stoppage of railway traffic, for 
bituminous coal can in an emergency in large measure take the 
place of anthracite; but there is nothing under modern conditions 
that can take the place of railroads for transportation. 

“In short, a general strike on the railroads for a great section 
of the country would have paralyzed the industries of that section, 
and, even if food were obtainable, millions of laboring people 
would have felt the pinch of necessity. Ifa strike of the charac- 
ter indicated lasted only for a single week, the suffering would 
have been beyond our power of description, and if it had con- 
tinued for a month, the loss, not only in property, but in life, 
would have been enormous. And, as usual in such cases, the 
disaster would have fallen most heavily upon those least able to 
While the rich might have felt themselves poorer be- 
cause of depleted bank accounts, they would have had sufficient 
for the necessities of life. The middle classes would have been 
injured financially; but still they could have subsisted. The 
working classes would have suffered acutely. They would have 
been the ones to feel soonest, longest, and most intensely the 
unspeakable calamity of a general railroad strike. 

“At first thought it may appear that this picture is overdrawn. 
But it should be remembered that never has a railroad strike 
affected an entire region of the United States. There have been 
strikes on particular railroad systems. In such cases the neighbor- 
ing roads took care of the more pressing necessities of the great 
terminal centers, and there was no acute suffering except at 
minor points served exclusively by one railroad system. 


THE RAILWAY STRIKE IN FRANCE. 

“A general strike for the eastern territory would put the east- 
ern states in much the same situation as France was placed 
a few years ago, when there was a general strike on the railroads 
of that country. 

“On October 12, 1910, the National Federation of Railway Em- 
ployees of France and the Federation of Unions of Railway Engi- 
neers and Firemen of France called a general strike on all the 
railways of the country. Immediately afterwards work came 
nearly to a standstill on the northern and western lines and the 
next day the strike extended to a number of other lines. In 
ordering this strike the men asserted it was their legal right to 
cease work. 

“At various places during the strike there were acts of violence, 
‘trains were held up, signals destroyed, rails ripped from the ties, 
telephone and telegraph wires cut.’ Many cities and towns were 
threatened with famine. There was immediately a large increase 
in the price of food. In this respect Paris fared better than some 
of the smaller towns, because of the prompt use of the Seine in 
bringing in food from the sea. 

“The government appreciated at once that if this general rail- 
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way strike were allowed to continue, the nation would be para- 
lyzed. Therefore upon the very day that the general strike was 
declared, the ministers, using their full authority, under military 
laws, called for the mobilization of the strikers, commanding them 
the following day to join the colors for three weeks’ military 
training. The military duty to which the employees were sum- 
moned consisted in the maintenance of the railways in norma! 
working order and in obeying the orders of their official superiors. 
Disobedience would entail the punishment provided for by mili- 
tary law. The government announced that the roads would h¢ 
operated and the people of Paris would be fed. 

“So effective was the action of the government that by the day 
following the strike a sufficient number of men had obeyed orders 
so that many passenger trains were running into Paris. 

“The strike of the railway men was regarded by the public in 
general as an act of criminal violence; indeed the Ministry state: 
that the strike put the country in a condition of civil war. The 
action of the government with the prompt support of public opin- 
ion, led the railway labor organizations on the 18th to declare 
the strike terminated. Thus the total duration of the attempt 
for a general railway strike was six days. In the later discus- 
sion in Parliament the principle advocated by M. Aristide Briand 
and the Ministry was accepted, “that public servants must | 
required to discharge their duties regularly and without interrup- 
tion.” Indeed so imperative was it considered for the welfar 
of France that the railways be operated that in the discussion in 
the Chamber, October 28, M. Briand, declared that ‘if the gov- 
ernment had not found in the law that which enabled it to remain 
master of the frontiers of France, and master of its railways 
which are indispensable instruments of the national defense, if, 
in a word, the government had found it necessary to resort to il- 
legality, it would have done so.’* This he regarded as defensible 
under the doctrine Salus publica suprema lex. 

“In connection with this arbitration it should be remembered 
that the population in 1910 of the territory concerned in this arbi- 
tration was 37,600,000, whereas the population of France in 1911 
was 39,601,509. The great congested centers of the Eastern dis- 
trict are much larger and more numerous than those of France. 
The figures in the United States as given by the census of 1910). 
and in France for 1911, are as follows: New York City, popula 
tion 4,766,883, is larger than Paris, 2,888,110; Philadelphia, 1,549,- 
008, is nearly three times as large as Marseilles, 550,619; Boston. 
670,585, is considerably larger than Lyons, 523,796. In France tlic 
only other two cities which exceed 200,000 in population are 
Bordeaux, 261,678, and Lille, 217,807; whereas in the eastern part _ 
of the United States there are three other cities that exceed 
500,000—Cleveland, Baltimore and Pittsburgh; two, that exceed 
400,000—Detroit and Buffalo; three that exceed 300,000—Cincin- 
nati, Newark and Washington; and four that exceed 200,000— 
Jersey City, Indianapolis, Providence and Rochester. 

“The area of the country involved in this arbitration is one and 
one-half times as great as that of France. The main track mile- 
age of the Eastern district is 66,876 miles, whereas that of France 
is only about 35,000. 

“Thus the comparison of a strike on the railroads of the Eastern 
district with a general railroad strike in France is justifiable from 
every point of view—that of the mileage of the railroads con- 
cerned, that of population as a whole, the size of the cities, and 
the territory involved. 

RAILROAD STRIKE PRIMARILY AFFECTS THE PUBLIC. 

“Tt is evident therefore that for a great section of the United 
States a railroad strike can no longer be considered as a matter 
which primarily affects the railroad operators and employccs. 
It does affect them and affects them seriously; but the public 
is far more deeply interested. Indeed the interests of the public 
so far exceed those of the parties to a controversy as to rencer 
the former paramount. To this paramount interest, both ‘he 
railroad operators and employees should submit. It is therefore 
imperative that some other way be found to settle differences 
between railroads and their employees than by strikes. 





*The New International Year Book, 1910, pp. 269-271. 
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“If in the United States there were a general strike for the 
eastern territory comprising as we have seen two-fifths of the 
population and approximately half of the wealth of the country, 
every effort would undoubtedly be made to terminate the strike 
promptly and to operate the railroads, even though it became 
necessary for the president of the United States and the governors 
of the states to act in concert to the extreme limits of the laws 
and their reserve powers, which at time of national emergency 
are large. The military forces, both state and national, would 
undoubtedly be available if necessary to prevent any interference 
with the men who desired to work; but it is not easy to see how 
more than a fraction of the number of the engineers necessary to 
run the railroads could be secured promptly; therefore the result 
of an effective engineers’ strike would be that already described. 

“It appears clear, therefore, to the board that in the future, a 
controversy between the railroads for a great region of the United 
States and organized labor should be settled in some other way 
than by strike. If this position be sound, and the railroad oper- 
ators accept it, they are manifestly helpless when labor organiza- 
tions ask for higher wages and threaten that if their requests are 
not granted they will proceed to strike. If the above is a correct 
diagnosis of the situation, the board doubts whether the railroad 
employees fully realize their power. But if they have not realized 
it fully, they have realized it sufficiently to take advantage of the 
situation, and to vote a strike for the Eastern district. 

“In the case under arbitration, the only thing that stood be- 
tween a strike, sanctioned by the vote of 93.3 per cent. of the 
engineers, was the approval of the grand chief of the Order of 
the Brotherhood of Locomotive Engineers in conjunction with 
the committee having the matter in charge. It lay within the 
power of this group of men to decide whether or not a strike 
should take place. It is true that the power was not exercised, 
and that steps were taken which resulted in arbitration; but the 
threat of this power clearly appeared. From the viewpoint of 
the public it is an intolerable situation when any group of men, 
whether employees or employers, whether large or small, have 
the power to decide that a great section of the country as popu- 
lous as all of France shall undergo great loss of life, unspeakable 
suffering and loss of property beyond the power of description 
through the stoppage of a necessary public service. This is a 
situation which we now have in this nation. It certainly is suffi- 
ciently grave to justify the board in giving most serious consid- 
eration to the solution of the problem of determining what shall 
be the obligations of all of those upon whom it falls to keep in 
continuous operation the public utilities and particularly the 
railroads. 


PRESENT METHODS OF SETTLEMENT DEFECTIVE. 


“As we have already pointed out in the body of our report, a 
board constituted like the present one has limitations. They 
have not the machinery for convenient consideration of the mat- 
ters at issue. Without delays which would have appeared un- 
reasonable—which, indeed, would have necessitated postpone- 
ment of the awards far beyond the time at which it is expected 
to announce their findings—it would have been impossible to give 
study that might have led to the formation of a complete and 
unqualified judgment on all points. Under the circumstances, 
therefore, which affect the present extremely complex case, the 
board has made all reasonable expedition in reaching conclu- 
sions upon the facts available and the arguments presented. 

“The members of the board are fully conscious of the grave 
importance of the case before them, whether it be measured in 
erms of the amount of money involved or determined by the 
at-reaching effects that a general railroad strike on the Eastern 
railroads would have upon the well-being of a large section of 
he country. The amount directly at issue is estimated at several 
uillions of dollars; and indirectly much more. The amount of 
money involved, while it is very large, is far less important in 
re eyes of the board than the public interests. 

The board has resolved that its award shall take effect on 
‘he first of May, 1912. By virtue of the agreement under which 
‘he parties accepted arbitration, the award will continue for one 
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year from that date, subject thereafter to thirty days’ notice of 
discontinuance by either party. If the work of the board leads 
merely to a truce for a year, its members will feel that they have 
accomplished comparatively little; if, on the other hand, their 
work points the way to a more permanent solution of controver- 
sies between capital and labor engaged in the operation of our 
public utilities, they will feel that their efforts have been abun- 
dantly repaid. 

“Already there is a growing realization that labor difficulties 
upon railroads should not be settled by war. The first great 
step toward the setilement of railway disputes in some other way 
than by strikes was made when the Erdman act, already referred 
to, was passed in June, 1898, having been actively supported by 
the railway brotherhoods. Under the provisions of this act, as 
amended, when there is a dispute between the employees and the 
railway companies which is likely to lead to a strike or which has 
already led to a strike, upon the application of either party it be- 
comes the duty of the presiding judge of the United States Com- 
merce Court and the commissioner of labor to put themselves in 
communication with the contending parties and use their best 
efforts through mediation and conciliation amicably to settle the 
controversy. If efforts at mediation are unsuccessful, they shall 
at once endeavor to bring about an arbitration of the contro- 
versy, in accordance with the provisions of the act. If this be 
agreed to, the arbitrators shall be three in number, one to be 
named by each of the parties concerned and the third by the 
other two within five days. When they are unable to agree upon 
a third arbitrator within this time, he is designated by the before- 
named officers of the government. Arbitration proceedings are 
to begin within ten days of the time of the completion of the 
board and its findings must be made within thirty days from 
the appointment of the third arbitrator. Pending the arbitration 
the status quo is maintained. No employee shall quit service 
within three months because of dissatisfaction with the award, 
nor shall an employer discharge an employee for the same reason 
during a like period. An award continues in force for one year 
after the same has gone into operation and no new arbitration 
upon the same subject can take place within that year. The 
only escape from accepting the award of the arbitrators is to 
appeal to the courts, which appeal must be made upon matters 
of law within ten days from the time the award is made. 

“That the Erdman act marks a great advance in the settle- 
ment of railroad labor disputes is shown by the increased fre- 
quency with which the act has been invoked. Within a year 
after the passage of the act a fruitless attempt was made to 
utilize its provisions, but nearly eight years elapsed before an- 
other case occurred. In contrast with this, during the past five 
years the act has been invoked in forty-six cases, of which only 
eleven were arbitrations; thus the method of mediation has been 
much more frequently used. 

“Since the law was passed there has been no case of a great 
railroad strike. While the merits of the Erdman act are great 
indeed, defects have also appeared. 

“In the cases of mediation there is no attempt on the part of 
the mediators to make a judicial decision wholly upon the basis 
of equity ard justice. The primary purpose is to bring the par- 
ties together and avert a strike. This is accomplished in each 
case by getting the parties sufficiently near together that sug- 
gestions may be made to which both agree. While whenever 
mediation is successful a strike is averted, these adjustments 
cannot always be called adjudication of a case solely upon its 
merits. Where the case is one of arbitration under the Erdman 
act the results in the above respects are usually very similar to 
those of mediation. The arbitrators are three in number. Each 
side is represented by one arbitrator. It rests therefore upon the 
third arbitrator to bring the other two arbitrators as rearly as 
possible together, and if he cannot do so he must decide between 
them. This is accomplished by splitting differences, and the case 
may be adjusted without adequate investigation of the facts in- 
volved and the award may not rest upon a_basis of equity. 

“This method of splitting differences is very unsatisfactory, 
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but it is an inevitable result of mediation or arbitration under the 
Erdman act. Feeling in advance that a mediation or arbitration 
will result in giving only a* part of what they ask, the men make 
maximum demands regarding compensation, rules of service, etc., 
with the expectation that these demands will not be fully awarded. 
Upon the other hand, the railroad officers, appreciating the tend- 
ency of mediators and arbitrators to split differences, make only 
minimum concessions or none at all. 

“By the above statements it is not meant to assert that the 
awards that have been made under the Erdman act have not been 
reasonably fair, but that in regard to this matter the board does 
not have, nor is it possible for it to obtain, adequate knowl- 
edge upon which to formulate a judgment. Cases before the 
Interstate Commerce Commission, no more complicated than 
those which have come before the mediators or arbitrators under 
the Erdman act, have required a year or more before an award 
was made; while the Erdman arbitrators are compelled to make 
a finding in thirty days and this notwithstanding the fact that 
the Interstate Commerce Commissioners have a large expert 
staff including a number of examiners who act for them in tak- 
ing evidence. 

“The Canadian Industrial Disputes act, passed in 1907, is 
broader than the Erdman act in that it provides not only for the 
settlement of disputes between railroads, but industries in gen- 
eral. This act is a distinct advance over the Erdman act in that 
no strike or lockout can be made by a party to a controversy 
until the difficulties have been investigated and recommendations 
made. For each case of arbitration a separate board is ap- 
pointed. Of these, there had been 109 to the end of 1911. Dur- 
ing the five years of existence of the law, from 1907 to 1911 in- 
clusive, there have been only twelve industrial disputes in which 
strikes have not been averted or ended; and this for all of Can- 
ada for all industries. In a given case the board consists of three 
members appointed by the minister of labor, one from each of the 
parties to the controversy and the third upon the recommenda- 
tion of the two members; or if they fail to agree upon a recom- 
mendation within five days, the minister is free to appoint the 
third member who shall be the chairman of the board. Boards 
are appointed upon the application of either side when a lockout 
or strike is likely to be declared. Thus the Canadian Industrial 
Disputes act has several features which are like those of the 
Erdman act. Some of its defects are also identical with those 
of the Erdman act. These are the constitution of the board of 
three members; only one of whom is in a non-partisan position, 
and the creation of a separate board for each controversy. 

“It was an appreciation of these defects of the Erdman act 
that led to the method adopted in the appointment of this board 
of arbitration. The questions involved were so many and so 
important that it was wholly impossible for any board to make 
an adjudication of them in thirty days. Not only so, but the 
responsibility which ultimately would rest upon a third member 
of an Erdman arbitration board was too great to impose upon 
any one man. These difficulties were avoided by an agreement 
of the contending parties for arbitration by a board of seven 
members outside of the Erdman act, two of whom were to rep- 
resent the railroads and the employees respectively. This left 
five who were in no sense representative of either side. Also there 
was no limit placed upon the time which the board might take for 
its work. Thus the responsibility of making the award on ques- 
tions where all could not be brought into agreement was shared 
by five men. A large amount of time was taken for hearings, 
investigations, and findings. At the outset the board had no 
scientific machinery. This defect it remedied as best it could by 
the immediate appointment of a secretary and statisticians. The 
board is composed of men who have other important duties, and 
therefore have been able to give only a part of their time to 
the work of the board. Finally, the award is to take effect only 
for one year, and it has been felt that all possible expedition 
should be used even if the awards were less satisfactory than 
could have been made had the board been composed of men giv- 
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ing their entire time to its work, having the assistance of a 
permanent expert staff. 

“The danger of a strike in the case of the public utilities has 
been greatly lessened by the Erdman act, but has not ceased to 
exist. The operation of the act is to settle a dispute rather than 
to adjudicate a controversy. 


ERDMAN ACT DOES NOT PROTECT RIGHTS OF PUBLIC. 

“But the most fundamental defect of the Erdman act is that 
the interests of the public are not guarded by it. In the Eastern 
and Western railway cases* the claims for an advance of freight 
tariffs were not only presented by the railroads but supported 
by the employees. Manifestly it is advantageous to both em- 
ployers and employees to have the railroads get a sufficient in- 
come so that they will be able to meet the requests of the em- 
ployees for increased compensation. For the public utilities, how- 
ever, there are not only two parties to the controversy—the rail- 
roads and the employees—but a third, the public. As we have 
already mentioned, the railroads, one of the parties to the con- 
troversy, are subject to national and state commissions, which 
commissions are entrusted with the special duty of protecting the 
public interests. Advances in rates cannot be made without the 
consent of the proper commission. The railroads are not only 
subject to the commissions in rates, but are subject to them in 
regard to maintaining their service. The employees of the rail- 
roads are not subject to control through commissions; although 
they are influenced in common with all organizations by pub- 
lic opinion. 

WAGE COMMISSIONS SHOULD BE ESTABLISHED. 

“This disparity of status naturally suggests the creation of 
national and state wage commissions or labor commissions, 
which should exercise functions regarding labor, engaged at 
work in public utilities, analogous to those now exercised with 
regard to capital by the public service commissions already in 
existence. If wage commissions were established, doubtless 
there would have to be some degree of co-operation between 
commissions of the two kinds. Much of the statistical informa- 
tion useful to the public service commission would be valuable 
to the suggested wage or labor commissions. Many investiga- 
tions might be carried on jointly by both. But the questions 
to be dealt with by each are so different that it would probably 
be better to have separate wage commissions or labor commis- 
sions, than to impose upon existing public service commissions, 
already over-burdened with important duties, the additional 
heavy task of adjusting labor controversies and determining-what 
constitutes a fair wage for each class of railway employees. 

“Tf such commissions as are suggested should be created, they 
must be provided with expert and statistical aid to enable them 
to undertake elaborate investigations of the facts bearing upon 
the economic condition of railway employees. When such com- 
missions have been in existence for several years, they will have 
in their possession the necessary facts upon which to make 
awards in individual cases; or, at all events, they will have the 
machinery and equipment necessary for gathering the facts 
promptly and interpreting them accurately. There is no reason 
why such a commission could not proceed in the case of a labor 
difference with the same promptness that existing commissions 
exercise in the matter of railway rates. 

“If the suggestion for wage commissions be adopted, many 
excellent features and provisions of the Erdman act and the 
Canadian Industrial Disputes act, and acts for conciliation and 
arbitration in other countries, might be embodied in the law 
creating them. The discussion of the details of such a law 
would not be in place here. But it seems to the board that the 
proposal made would meet the fundamental defects which have 
been noted in connection with the Erdman act. 

“Instead of having a board for each case, which board has 
other duties and has wholly inadequate time in which to per- 
form its work, there would be a continuous board, the members 
of which give their entire time to the adjustment of wages 
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This board would have a corps of experts and statisticians; it 
would be allowed sufficient time to investigate a case fully. Thus 
the award would be upon the basis of merit instead of upon the 
basis of securing a settlement. If desirable, the feature of the 
Erdman act and Canadian Industrial Disputes act might be 
added, providing for one representative from each party to the 
controversy. If this were done, and the board consisted of five 
or more members, it would have a permanent majority and a 
shifting minority. It can be urged in favor of this feature that 
each represettative would intimately know the facts regarding 
his side of the case and the point of view of those represented. 
A board thus constituted would have a permanent controlling 
center interested in securing equity, which might be assisted in 
its work by representatives of each of the parties to the con- 
troversy. 

“Above all, the wage commissions proposed would represent 
the public. They would work in co-operation with the Inter- 
state Commerce Commission and thus secure to railway em- 
ployees just wages; and this without regard to whether the em- 
ployees are fully organized. Under the existing situation, well 
organized railway labor, illustrated by engineers, firemen, con- 
ductors, trainmen, etc., receive consideration from railroads not 
according to the clases of labor less well organized. 

“It does not follow from the above that the advance in pay to 
organized labor has been too frequent or too large, but merely 
that the question of advance for a given class of labor engaged 
in work upon the public utilities should not depend upon or- 
ganization, but upon justice. Especially for the public utilities 
is it important that labor should have a just wage, and if the 
existing wages are not adequate they should be increased. If 
the increase in wages places the public utilities in a position 
that does not enable them to secure a fair return upon capital in- 
vested and maintain a proper reserve they should be allowed to 
increase their rates until they are in that position. In short, the 
public utilities should not impose an undue burden upon the pub- 
lic by paying higher wages than are reasonable, nor should the 
public receive services from the railroads at a rate so low that 
labor does not receive fair compensation and capital its fair 
return. How important this statement is will be understood 
when it is appreciated that of the gross earnings of the railroads 
of the United States as a whole, excluding officials, over 42 per 
cent. goes to labor and on the fifty-two railroads involved in 
this controversy, over 45 per cent. 

IN NO OTHER WAY CAN JUSTICE BE SECURED TO ALL. 

“If the arguments above presented are sound, there seems to 
be no way to obtain justice for the three parties concerned, the 
railway companies, the railway employees and the public, in the 
matter of wages except to have a permanent board which shall 
have the problem of adjustment and maintenance of justice for 
the three parties continually before them. 

“It is believed that if the plan of wage commissions were 
adopted it is probable that railway employees would not have a 
just ground for a strike, and this fact combined with the power 
of the law and public opinion would render a strike extremely 
unlikely, in the future. If, notwithstanding the existence of a 
wage commission, the men engaged in train service struck, the 
question would arise as to the legal authority of the government 
to compel employees to remain at work. Is it unreasonable to 
ask men in the service of public utilities partially to surrender 
their liberty in the matter of quitting employment so that the 
nation as a whole may not suffer disproportionally? 

“While the courts have uniformly recognized the principle of 
free contract and have always refused to compel continuance of 
employment on the demand of either party, several states have 
cuacted laws prohibiting engineers from leaving their trains at 
any other place than at the end of their regular runs.* 

“The courts have also discussed the position of employees and 
carriers in some of the so-called boycott cases, and it has been 
held that the cars must continue to move and traffic must con- 
tintte to flow. Any interference with traffic, except that which is 
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the incidental result of the exercise of a lawful right, as the 
ceasing of employment for the betterment of one’s own condition, 
is unlawful; and therefore sympathetic strikes and boycotts as 


in the case of railroad carriers have been condemned. That, 
however, does not reach the present difficulty, where the public 
is so dependent on the continuous service of a certain class of 
railroad employees that the concerted abandonment of their 
work would bring about a paralysis of all industrial life. 

“While it is clear from the public point of view that a con- 
certed strike of railway employees for a great region would be 
as intolerable as a strike of the postal clerks; on the other hand, 
the position of the employees is a very natural one. They feel 
under existing conditions that the power to strike is their only 
weapon of defense against employers and the only means by 
which they can enforce a betterment of their conditions of serv- 
ice. They realize, too, that the extension of this principle of con- 
certed action, from one railroad to all the railroads in a section 
of the country, gives them a most effective weapon, and they are 
naturally loath to relinquish or impair it. 

“While this is the situation under the present conditions and 
the railway employees feel that they cannot surrender their right 
to strike, if there were a wage commission which would secure 
them just wages, the necessity would no longer exist for the 
exercise of this power. 


FREE CONTRACT IN RAILWAY SERVICE MUST BE RESTRICTED. 


“Finally, it is the belief of the board that in the last analysis, 
the only solution—unless we are to rely solely upon the restrain- 
ing power of public opinion—is to qualify the principle of free 
contract in the railroad service. A strike in the army or navy is 
mutiny and universally punished as such. The same principle is 
applied to seamen because of the public necessity involved. A 
strike among postal clerks, as among the teachers of our public 
schools, would be unthinkable. In all these cases, the employ- 
ment, to borrow a legal phrase, is affected with a public use, and 
this of necessity qualifies the right of free concerted action which 
exists in private employments. 

“However, if the principle be accepted that there are certain 
classes of service thus affected with a public interest and men 
who enter them are not free concertedly to quit the service, then 
these men must be guarded in the matter of wages and condi- 
tions by public protection; and this, it is believed, can best be 
done through an interstate wage commission. 

“It is well understood by the board that the problem for 
which the above plan is a suggested solution is a complex 
and difficult one. The suggestion, however, grows out of a 
profound conviction that the food and clothing of our people, 
the industries and the general welfare of the nation, cannot 
be permitted to depend upon the policies and the dictates of 
any particular group of men, whether employers or em- 
ployees, nor upon the determination of a group of employers 
and employees combined. The public utilities of the nation 
are of such fundamental importance to the whole people that 
their operation must not be interrupted, and means must be 
worked out which will guarantee this result.” 

The above report is unanimously agreed to by the five 
members of the board appointed by the Chief Justice of the 
United States, the Presiding Judge of the Commerce Court 
and the Commissioner of Labor; ‘it is signed by Mr. Willard, 


with an explanatory statement; Mr. Morrissey files a 
dissenting opinion. 
EXPLANATORY STATEMENT BY MR. WILLARD. 


Mr. Willard’s statement is as follows: “Inasmuch as the 
findings and conclusions of the board are not unanimous, I 
think it is proper that I should briefly state my position as 
representing the railroads in this matter. 

“When requested by the railroads to serve as their repre- 
sentative, it was understood that efforts would be made to 
secure, as the actual arbitrators in this case, five men of the 
highest character and ability. It was recognized by all that 
the two members named by the parties in interest, while 
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given, under the terms of the agreement equal standing with 
the other members of the board, would also necessarily 
occupy the position of advocates representing the parties 
by whom they were selected. 

“T have felt from the first that it was desirable to secure, 
if possible, a unanimous report, and in view of the fact that 
the five members appointed by the chief justice and his as- 
sociates—as provided by the agreement of April 30—have, 
after a most searching investigation, reached a unanimous 
conclusion, it seems to me that I ought also to sign the report 
in order that I may, by so doing, plainly signify its acceptance 
by the parties I was chosen to represent. My acceptance of 
the award as a whole does not signify my approval of all the 
findings in detail. It is intended, however, to indicate clearly 
that although the award is not such as the railroads had 
hoped for, nor is it such as they felt would be justified by a 
full consideration of all the facts, yet, having decided to 
submit their case to arbitration, and having been given ample 
opportunity to present the facts and arguments in support of 
their position, they now accept without question the con- 
clusion which was reached by the board appointed to pass 
upon the matters at issue.” 


VIEWS OF MR. MORRISSEY IN DISSENTING OPINION. 


Mr. Morrissey, for the engineers, in his dissent, expresses 
the belief that the award of the board will have the effect of 
retarding the progress of arbitration in the settlement of in- 
dustrial disputes on the railroads. He contends that the 
award does not settle the important principles raised by the 
engineers and claims that it is based upon the use of statistics 
that are not only unreliable for the purposes for which the 
board used them, but that the board also erred in the applica- 
tion of these wage statistics. 

For this reason, he says, “while the engineers will faith- 
fully abide by the award during the period that it is to con- 
tinue, at the same time it can be only temporary because its 
fundamental basis is so insecure.” 

He dissents from the majority of the board in their recom- 
mendation that wage commissions be established with power 
of compulsory arbitration, although he suggests that there 
are some important activities to which wage commissions 
might profitably give their attention. 

A striking suggestion is made in his recommendation that 
hereafter arbitration boards should be so constituted that 
none of the parties composing them—not even representa- 
tives of the public—should have a majority of the members; 
that the majority should be constituted by representatives 
of at least two of the parties agreeing. Mr. Morrissey’s dis- 
senting report concludes with the statement: 

“T wish to emphasize my dissent from that recommendation 
of the board which in its effect virtually means compulsory 
arbitration for the railroads and their employees. Regard- 
less of any probable constitutional prohibitions which might 
operate against it being adopted, it is wholly impracticable. 
The progress toward the settlement of disputes between the 
railways and their employees without recourse to industrial 
warfare has been marked. There is nothing under present 
conditions to prevent its continuance. It will never be per- 
fect, but even so it will be immeasurably better than it would 
be under conditions such as the board propose. The peace 
that would satisfy such an ideal condition as that had in 
mind by those making the recommendation, would be too 
dearly bought even if it could be attained. To insure the 
permanent industrial peace so much desired will require a 
broader statesmanship than that which would shackle the 
rights of a large group of our citizens.” 

Mr. Morrissey recognizes the importance to the engineers 
of the effects of such increases in wage rates and the es- 
tablishing of such uniform rules of service as the board have 
granted. “There has been,” he says, “a gain in essentials and 
a step forward has been taken in the standardization in en- 
gineers’ rates and of conditions for the Eastern district.” 


Vot. 53, No. 22. 


THE PARCEL POST. 





For forty years the American people have demanded a par- 
cel post. Forty-three foreign countries already have a parcel 
post, and there is no record of any foreign country ever having 
discontinued such a service after having started it 

The first zone is quadrangular but not square in shape, since 
it is bounded on east and west by meridians of longitude which, 
of course, converge as they go north and diverge as they go 
south. All other zones are roughly tircular in shape. Zone 
two includes all units of area outside zone one which lie either 
wholly or in part within a circle drawn from the center of a 
given unit of area, the circle to have a radius of 150 miles. 

The third zone includes all the territory outside of zone two, 
within the radius of a circle of 300 miles, and with the same 
proviso that all units of area through which its boundary circle 
passes are a part of that zone. The fourth zone has a radius of 
600 miles, the fifth zone a radius of 1,000 miles, the sixth zone 
a radius of 1,400 miles, the seventh zone a radius of 1,800 miles, 
and the eighth zone includes all units of area outside of zone 
seven. 

The matter of units of area and of zones is somewhat compli- 
cated. But it seems much more complicated than it really is. 
The reasons for establishing such a system are clearly set forth 
by Senator Bourne, in his report on the post-office appropriation 
bill. There are some 60,000 post offices in the United States. 
With a map 10 ft. long and 10 ft. wide an effort to designate the 
post-offices on such map would be like printing the Lord’s 
prayer on the head of a pin. 

If the shipper has no rate book and map of his own, he will 
ask, at the post office, what the rate is. The postmaster or clerk 
will take a directory and find quickly, by means of a marginal 
thumb index, the state to which the package is to be sent—in 
this case, Virginia—find the post office, Alexandria, after which 
name will be a number indicating the quadrangle or unit of area 
in which Alexandria is located. The number on his chart will 
readily indicate in which zone Alexandria is in relation to 
New York. 

As Alexandria is within 300 miles of New York it would come 
in the third zone. The rate for the third zone is seven cents 
for the first pound, and five cents for each additional pound or 
fraction of a pound. So a 4 lb. 5 oz. parcel will require 27 
cents postage to be carried from New York to Alexandria, which 
sum the citizen will affix in parcel-post stamps and his parcel 
will be delivered within due course. 

It costs now 64 cents to send four pounds of books either 
across the city, or across the continent. Under the parcel post 
law it will cost 8 cents to send the same package across the city 
and 48 cents to send it across the continent. 

As it is at present, if a housewife in Orange, N. J., wants 
to order five pounds of coffee from a new York house, the ex- 
press company will charge her 30 cents to deliver it, while the 
parcel-post service will ask her but 17 cents. If her package is 
eleven pounds in weight, the express rate is the same as the 
parcel-post rate, 35 cents, but in San Francisco she would find 
parcel post a little cheaper than express on eleven pounds from 
New York—$1.32 as against $1.65. 

On her five-pound tea package across the continent, however, 
she would gain a slight advantage over the previous price, pay- 
ing 60 cents to the government as against 80 to the express com- 
pany. 

On long hauls and small weights there is no possible semblance 
of competition. On short hauls and heavy weights—heavy mean- 
ing at or near the parcel post limit of eleven pounds—there is 
little advantage of the parcel post over express in point of price 
paid. On long hauls with heavy weights there is a distinct 
though not an enormous saving by parcel post over express. 

For parcels up to and including four ounces in weight, the old 
rate is preserved. And when it comes to local and rural free de- 
livery hauls, the one-pound rate of five cents simply shuts out «ll 
possible competition—Railroad Man’s Magazine. 
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MIKADO LOCOMOTIVES 


Designed Especially for Long, Hard Freight Runs and Hav- 






FOR THE BURLINGTON 


ing a Tractive Effort of About Sixty Thousand Pounds. 


One hundred heavy Mikado locomotives, among the most 
powerful of their type thus far built, having a tractive effort 
o: about 60,000 Ibs., are being delivered to the Chicago, Burling- 
ton & Quincy by the Baldwin Locomotive Works. They have 
been specially designed for freight service with long hard runs. 
A comparison of the general data of these locomotives, with. 
the Mikado locomotives built two years ago, and with an order 
of Santa Fe, or 2-10-2, type locomotives built in 1912, is given 
in the accompanying table. 


RIE Scie sien soe a as wig a oa oes 2-8-2 2-8-2 2-10-2 
a) MUIRNER ical 6S 3 cata rag wears 1910 1912 1912 
Cylinders, diam, ard stroke, in. 27 x 30 28 x 32 30 x 32 
Driving wheels, diameter, in.. 64 64 60 
Steam pressure, Ibs........... 170 180 175 
Grate Or6a, SG. ts .ccssicesses 54.2 78 88 
Heating surface, sq. ft....... 3,659 4,627 5,161 
Superheating surface, sq. ft... 693 961 970 
Weight on Lioura, BR s o wicss-o-6 207,000 231,000 301,800 
Weight. total engine, lIbs..... 271,000 303,400 378,700 
Tractive effort, Ibs..........- 49,500 60,000 71,500 


A higher tractive effort is developed in the latest design of 
Mikado locomotives, in proportion to the weight on the driving 
wheels, than in the other two types and the equivalent heating 
surface is also larger in proportion to the tractive effort. This 


to enable them to traverse 20 deg. curves. The main axle and 
main crank pins are of oil tempered steel. Castle nuts are used 
on all moving parts, and on the valve motion rods, guides, en- 
gine truck equalizers and spring hangers, pedestal binders and 
tender trucks. The tender frame is composed of 12-in. chan- 
nels for the longitudinal sills, with an oak bumper at the front 
end and a built-up bumper at the back. The trucks are of the 
arch bar type with cast steel bolsters. Cast iron wheels are 
used under 50 of the tenders, and rolled steel wheels under the 
remainder. The tender is fitted with a coal pusher and has a 
capacity for 14 tons of coal and 9,200 gal. of water. The more 
important dimensions and data for these locomotives are as. 
follows: 


PPR MGERG Oh OMNGEO Ss 200 bisa lalalirs waded Gia die a iiaalas se Pe wiats 60,000 Ibs. 
WiGiRHE Offi ErOrt URUC oo. os! cse:ccciercieia wold eacanmatenis 29,400 Ibs. 
Weight Gt Griving WREEIGs « o.< o:<0:0 aiceeses cviawciews 231,000 Ibs. 
WVGHINE OR EOGE EGU ee occ. sicrs sce nciiieeccaaiewuwds 43,000 Ibs. 
WG IGerON DONOINO Nia h0 5 0'e.6 cc ca eang decd iwtemenses 303,400 Ibs. 
Total weight of engine and tender, about......... 480,000 Ibs. 
NCU NUE CLUE WEIN ag: 95 05:0 oa ee o 60° anes eisiciais rvaiaceers 16 ft. 9 in. 
WCE Pane. CURING on, bar sccic adie ce siete cissinelae ames 35 ft. 9 m. 
Wheel base, engine and tender............-e00+ 67 ft. 034 in. 














Powerful Superheater Mikado Locomotive for the Chicago, Burlington & Quincy. 


is accomplished with a slightly less weight per pair of driving 
wheels than is found in the Santa Fe type. 

As far as possible the detail parts of the different classes of 
locomotives are made interchangeable. Superheaters of the 
Emerson type are used and the live steam passages in the 
cylinder saddle are cross connected by an equalizing pipe. No 
combustion chamber is provided, as in the Santa Fe type loco- 
motives. To facilitate inspection the auxiliary dome is placed 
over an 18% in. opening in the shell. Piston valves, 14 in. 
in diameter, are set with a lead of 1% in., and are controlled by 
the Walschaert gear. A Ragonnet reverse mechanism is used, 
which is fitted with a steam connection for emergency use. 

The frames are securely tied together by cast steel cross 
ties. and the pedestals of the second and main pairs of drivers 
are braced by ribbed castings, which are placed in a vertical 
positon. The trailer truck is of the Hodges type and is sim- 
ilar to the trucks used on freight locomotives for the Burling- 
ton. The locomotive weighs approximately 50-lbs. per sq. ft. 
of total equivalent heating surface, which is said to be low 
for an engine of this type and capacity. 

These locomotives have all tires flanged, with sufficient play 


Cylinders, 

PPAMNCEOE AUG SCENE: Ke 5: 5:6. 6.5) o.0 8 ere ere es aiwrese-wlegee-ete 28 in. x 32 in 
Valves, balanced piston, diameter............cccccccece 14 in 
Wheels. 

PIGUOMIMOMEMIRUEE To oa aisacleiaa'ncics ain ae hye dae ne ee ee ne eed 64 in. 
Eneimé truck, front, digteter. <i. oc. sccccscacnscceees 37% in. 
Engine truck, rar, GiaMeter <.6:<.66cisicccsccicccesioaaeaee 42¥% in. 
Vournals, Griving, MAN. 6.66 cc ccsciicccsenscdees 11 in. x 12 in. 
JORPNGIG, CLIVING, CURETE 6... c cece eeccisncws 10 in. x 12 in. 
Journals, engine truck, front.........sssceccees 6 in. x 10 in. 
JOUlAIS, GNOME LUCK, TERT. «ois 6c cece cc cece 8 in. x 14 in. 
Boiler. 

OME aap gialereie st BRR hs GOL ADS ct URES ar Kila adie tesa eS a Straight 
Dy MNee AE TEOIIE INES eo 5: ac aro dace neccice eave uwle wa erelalaiere 884 in. 
NMG DIANE DE MERINO ale: a: or a:5:c:0ie:dieiese wciaisidin we wise weaniee:s 180 lbs. 
Firebox, leriath and Width. << o.ccsisecscecccss 117 in. x 96 in. 
Pre CHEE ELON So 5 sic <0 shassne ode aca caieiaiwacia aceite ea 86 in. 
EPCOS CONN TIONG 65x 10:5) cnn) 0/cse-0sraiw Rioha dnereinalew Selewwreves< 75 in. 
Firebox; water space, fruits... oacc0. a0 02 cet swe teaceneas 6 in. 
Parebos, Water SPACE, SGC oc. so si cic cease eclnsioes 6 in. to 4 in. 
Breton, Water coade; OSC elas «cena wa regecwerescwsinvne-s's 4 in. 
SRUNCCTIUMIDEE (oo o15785 6 oss eed sewers 30—6 in.; 275—2% in. 
Se | Pre ocr rrr rrr rrr. eee ee Zi ft. 
Heating surface, firebox.......ceccscescsscescece 254 sq. ft. 
Heating surface, tubes........ceseeesecsscccsees 4,373 sq. ft. 
Heating surface, total........cceeseccrceresccece 4,627 sq. ft. 
Superheating surface ......seeseee eee ecereerceee 961 sq. ft. 
7 ye Oe ore ere rere Tore ree 78 sq. ft. 
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THE EVOLUTION OF BUSINESS METHODS.* 


“The Railroad Systems of This Country Are at the Present 
Time at the Disposal of the Public Essentially as a Unit.” 


By FRANK TRUMBULL, 
Chairman of the Chesapeake & Ohio. 


In the last few years the railroad men of this country have 
been pretty well sterilized. They are now in such an an- 
tiseptic condition that they are generally not expected to 
communicate anything to other people except information. 
That privilege we proudly retain and we indulge the hope 
that there are no more diseases for us to catch. We have, 
what seems to many of us sometimes, a super-abundance of 
regulation. We might easily be reconciled to one sovereign, 
but it is not always easy to be resigned to having forty-nine 
doctors—the federal government plus forty-eight states. The 
evolution in this matter of regulation is a conspicuous event 
of this generation. A generation ago it was the habit of 
railroad officers to regard their vocation as a private business 
and they were accustomed to saying in a rather emphatic 
manner, “We propose to manage our own business in our 
own way.” Such expressions are now almost obsolete. We 
used to talk about railroad kings. Next we talked of captains 
of industry, but regulation is displacing all these titles and the 
railroad business has become instead a profession. 

We have now come to witness the fact that the railroad 
systems of this country are at the present time at the disposal 
of the public essentially as a unit. Labor questions are pre- 
sented to railroad managements in larger and larger units. 
The arbitration this year of engineers’ wages in the territory 
east of Chicago and north of the Ohio river marks an epoch. 

Besides the labor question, we find that the Interstate 
Commerce law gives the shipper the right to direct the rout- 
ing of his freight; it gives the commission power to fix 
through rates and even divisions of rates between carriers. 
The commission has handed down an announcement that the 
express traffic of this country is to be regulated by zones and 
that express companies are to be required to exchange busi- 
ness freely with each other for improvement of service; and 
now the commission is taking hold of questions of operation 
and service. For example, it is taking a very lively interest 
right now in the car shortages which afflict certain sections 
of our country and some of us are very glad of it. Railroad 
officials are not always as deferential to each other as they 
might be, but when they get telegrams from Washington, 
they sit up and take notice. There has been more or less 
discussion of the propriety of pooling freight cars. The fact 
is we have now a car pool without supervision because our 
cars must go everywhere. 

We seem, as a progressive friend of mine said during the 
recent campaign, to “stand at Armageddon and battle for the 
Lord knows what.” We feel sometimes like the balky mule. 
A man came along and threw a shovelful of dust down the 
mule’s throat; the mule responded by starting immediately, 
whereupon the man said: “All you need to do with a mule 
is to change its line of thought.” Now, none of us wants a 
shovelful of dust in these matters, but neither ought we to 
object to swallowing facts, and at this Thanksgiving period 
perhaps we ought to count some of our blessings; what our 
gains are as well as our losses. These old conditions of 
special privilege tended to make the rich relatively richer and 
that, of course, was intolerable. It is a blessing for all of 
us that such methods have been abolished. Everybody is 
more honest and pleased to find the satisfaction of looking 
one’s neighbor in the face; to put all the cards on the table; 
and this gain to our commonwealth can never be measured 
in dollars and cents. There is really more light and less heat. 
Publicity is the order of the day and we have found over 
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An address before the Association of Investment Bankers. 


again that fresh air and light cure many of the ills that 
afflict us. 

Now, if we use a telescope, what do we see? The gross 
earnings of American railroads increased 37 per cent. in the 
year 1910 over the year 1605, and net earnings increased 31 per 
cent. Gross earnings increased 92 per cent. in 1910 over 1900, 
and net earnings increased 78 per cent. Surely this, at least, 
proves that we have a growing country. I have said that the 
net earnings were about the same in 1912 as in 1907, but in the 
year 1908 net earnings dropped $100,000,000 as compared with 
the year before, because of the 1907 panic. The business of 
this country has been dammed up. For five years it has been 
on a hand-to-mouth basis, but the railroads are back to the 
1907 basis and more. We now have the most bountiful crops 
this continent has ever seen, and in the first three months of 
this fiscal year (before the crops were moved) the net earnings 
over taxes of our railroads have increased over $23,000,000; 
that is to say, 9 per cent. All signs point to an active business. 
Two hundred thousand freight cars are being purchased this 
year, and that alone is helping business—to say nothing of loco- 
motives, passenger equipment, rails and other supplies. Some 
of you, doubtless, think that business may be slow until the 
tariff is adjusted, but no railroad man with whom I have 
talked thinks that it is a wild estimate to predict an increase 
of 20 per cent. in the gross earnings of United States railroads 
in the next three years; that is to say 624 per cent. per annum. 
Our gross earnings the last fiscal year were $2,940,000,000. A 
20 per cent. increase would be $588,000,000. The question is what 
can we save out of $588,000,000, but_I am sure that there will 
‘be enough net to support a large amount of additional securities. 

The problem, of course, is to sell the bonds or stocks first so 
as to provide the facilities to realize the net profit railroads 
ought to have and must have to properly serve the country. 
We must trust each other, and we must get the people to trust 
us. This country would never have been what it is if its bank- 
ers had been devoid of imagination. It is as true now as it 
was three thousand years ago that “if there be no vision, the 
people perish.” It is all a question of credit. If we all pull 
together, our credit, as a whole, will be good. We shall not es- 
tablish it by talking starvation. In all these large matters, pub- 
lic opinion is, after all, the determining factor. We must com- 
mend ourselves to the public. This is really not a new idea for 
our declaration of independence—136 years ago—admitted the 
necessity of a decent regard for the opinions of mankind. The 
Interstate Commerce Commission can do much, but in the long 
run it can only do what the public will endorse. 

Apparently now we are confronted with a new phase of this 
evolution of business. There is a demand for regulation and 
control, not only of the railroads, but of the general business 
of the country. Railroads are now listed as domestic stock 
instead of as wild animals and the regulation of railroads is 
pointed to as an example of what may and what ought to be 
done for and with and to other corporations. One party in the 
recent campaign had a definite platform for establishing at 
Washington supervision, regulation and control of the business 
of the country so as to safeguard the interests of the producer, 
the consumer and the wage worker—a rather large order for a 
single bureau in Washington, considering that the producer, 
the consumer and the wage worker comprise everybody. 

Regulation is in the air. Many are asking, what form shall 
it take? Many who have not been accustomed to it, admit, 
in a vague way, that some method of regulation would be 
beneficial, but they have not thought it out. Why not first 
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clarify our definitions? Do we want regulation or shall we 
start with supervision? Should we not have knowledge first? 
Do we not all know that regulation will not satisfy a large 
part of the public, if it does not deal with prices, and that if 
prices are to be regulated, of course wages and profits must be? 
On the other hand, if we want to start with supervision only, 
we must, at least, favor publicity. If publicity ought to be 
defined, why not help define it? 

The evolution I have talked of this evening has been a pain- 
ful process, as every evolutionary process always is, and must 
be. It is not new conditions, but getting adjusted to new con- 
ditions, that makes men apprehensive. I have said that the rail- 
road systems of this country are, in many respects, essentially 
a unit. It is also true that the railroads and the other indus- 
trials of this country are a unit for weal or for woe. They 
are so linked together that we cannot injure one without in- 
juring the other. The motto which the labor unions have ap- 
plied, in a restricted sense, is applicable to everybody: “An 
injury to one is an injury to all.” 

The anti-trust law has been much abused, but, my friends, 
have you noticed that it is from month to month being clarified 
and that there is less and less talk against it? Why should 
we be stampeded by the disagreeable events of two or three 
years only? Nearly three hundred thousand corporations now 
report to Washington under the federal income tax law, but in 
twenty-two years only 132 suits have been brought by the 
federal government under the anti-trust law. Now, if the 
government at Washington has done its duty, clearly the bulk of 
the business of this country is within the law. Nor is that all. 
All of us know that hundreds, perhaps thousands, of combina- 
tions would have been formed if it had not been for the anti- 
trust law and for the prosecutions under it. If there were no 
anti-trust law, the movement towards state socialism would be 
much more rapid than it is. We must not forget that the 
socialist considers the great combiner the best agent and accel- 
erator of his theories. The anti-trust law prohibits only two 
things, but things which, if I at all understand the temper of 
the American people, they are still determined to avoid, to wit: 
private monopoly and restraint of trade. Many say that modern 
business requires great combinations. The anti-trust law declares 
a policy for this country which does not assent to that proposi- 
tion, and the fact is there is a point beyond which combinations 
are not economical and are a menace; when I say menace, I mean 
not only a menace to the individual, but a menace to our form 
of government; for if combinations are to be multiplied, we 
must admit the necessity of controlling them, and then the ques- 
tion will promptly arise whether the government at Washington 
is to be determined by money or by intelligence or by ignorance 
and prejudice. There is nothing in the anti-trust law to prevent 
your enlarging a single business indefinitely by fair methods. If 
you think that promotion of new enterprises is halted by it, at 
least it may be said that existing enterprises will, in the interval, 
be protected from new competition. 

What shall we do about all these things? Shall we say 
“\fter us the deluge and the devil take the hindmost?’ I 
think not. We hear a great deal about industrial democracy 
and about giving workmen a partial ownership in the tools of 
industry. Shall I make a definite suggestion? Well, one thing 
that will help bridge over the problem will be to peopleize our 
industries; that is, to make a wider and wider distribution of 
securities. There are four billions of dollars in the savings banks 

this country. Think of the effect on legislation and on the 
attitude of the people in all these matters if even one-quarter of 
that amount could be directly in the hands of individuals in the 
shape of investments. Why do we go, hat in hand, to the 
peasants of France to get money for our railroads? If the 


savings bank depositors of America are satisfied with two or 
three per cent., can you not satisfy them with five or six per 
There must, of course, be integrity of accounts which 
’ mean governmental supervision of accounts of industrials 
for the railroads; and there must be as few failures as 


cent.? 
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possible. In England the accounts of every corporation must 
be certified by a chartered accountant. We must look five or 
ten or twenty years ahead, not simply at the moment. If we 
are to commend ourselves to the public, we must take the 
public more and more into our confidence. 





SMOKE PROBLEM IN CHICAGO.* 





By Osporn Monnett, 
Chief Smoke Inspector of Chicago. 

The Chicago Smoke Department has adopted a policy of edu- 
cating the public in the methods of preventing smoke; plant 
owners, engineers and firemen are shown the proper method 
of constructing furnaces for various kinds of service and are 
also instructed in the best manner of handling the equipment 
they have. For this educational work the department has a 
number of engineers whose duty it is to work with the owners 
and operators of plants, investigating and advising means which 
from experience of the department teaches them to be best 
under the circumstances. 

The problem in each plant is carefully investigated and thor- 
oughly considered by the engineers, after which recommenda- 
tions and suggestions are made to the owner as to the method 
of handling his plant or as to the reconstruction work necessary 
in order to operate within the smoke ordinance. Sometimes 
entire boiler plants are rebuilt in order to stop smoke, and very 
often furnaces are reconstructed throughout. It sometimes hap- 
pens that after a new plant is put in operation it smokes, and 
the operating crew finds it difficult to run without making ob- 
jectionable smoke. The department gives such a plant special 
attention and stays on the job until the cause of the trouble 
is definitely known and changes have been made that will rectify 
matters. 

It is the aim of the department to get automatic stokers in 
all plants that are large enough to warrant the expenditure. 
As long as furnaces are hand-fired there will be trouble in 
keeping the smoke down, because so much depends upon the 
personal element. It has been the experience of the depart- 
ment that practically every stoker on the market today may be 
applied under circumstances which will allow it to run satis- 
factorily from the smoke standpoint; however, it is a problem 
to know whether a plant is surrounded by all the proper safe- 
guards and to be certain of the results that will be had when 
the furnaces are put in operation. There is no standard set of 
conditions which will meet every case. Proper operation is the 
most important thing of all and in many cases the most difficult 
thing to obtain. 

CALCULATIONS FOR SMOKE DENSITY. 


According to the technical interpretation, the Ringlemann 
chart reading consists in observing the smoke density of a stack 
every 15 seconds for the period under observation; in this way 
a very close record of the behavior of the stack is obtained. 
The method of figuring the data is as follows: The number of 
observations of Nos. 1, 2, 3, 4 and 5 smoke are tabulated and 
reduced to smoke units as follows: 


TO aE ING 2 SMOG eck 6 ook kee owe ee ceee er nas a 
Sar ee OPTED GINGER. ona \icwsieisie ec Sao ane a nce weiss = 
PO ee CRIN: CS SINONO a ooo esis esd nae medion wer == 360 
OF aNR REE EWE OP SIN 5 aio a) Sears Baker spew ecdiwe,eu9.6.806 = 116 
FOG cece GE NOL 5 SICKO ies on 8 ced coe eses dw cee sane = 730 

TES sa hota id haut Salad O58 SS a eRe eee 1,284 


As the readings were taken every 15 seconds for a period of 
170 minutes, this figure, 1,284, divided by 4 gives the smoke 
units for the period under observation, and as one smoke unit 
represents 20 per cent. density, the calculation for density 


would be s2l X = x” om S72. 
170 


The Ringlemann chart reading shows not only the per cent. 


“Abstract of paper presented before the Western Society of Engineers, 
November 4, 1912. 
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density of the smoke for the day, which is in fact the measure 
of the desirability or undesirability of the stack, but it also 
gives the number of violations per hour of the stack, if any. 
Readings of this nature taken in the past 6 months have been 
classified according to industries and charted for closer study. 
A standard of 2 per cent. density for a day’s observation was 
taken to represent good performance. 


USE OF THE CHARTS. 


The method of making use of this tabulated information is as 
follows: In working on, for instance, the clubs of the city, 
a copy of the chart is shown to the offender at the foot of the 
list and an appeal to his civic pride is made, which in most cases 
is sufficient to get satisfactory action. In approaching an indus- 
try, such as a piano factory for instance, which is making too 
much smoke, the department first picks out a factory in the same 
line of business, which has as nearly as possible the same boiler 
equipment, and lays the facts before the offending corporation, 
in effect, for instance, that whereas their piano factory is running, 
say, 18 per cent. or 19 per cent. smoke density on a day’s ob- 
servation, the piano factory across the street, a competitor 
of theirs, is running inside of 0.5 of 1 per cent. density, and 
that from the smoke department’s standpoint there is no reason 
why their piano factory cannot be run as clean as another 
piano factory, provided they will put their plant in proper 
shape. This argument seldom fails to get the desired results 
without suit or threat of suit. 


METHOD OF HANDLING RAILROAD DATA. 


The same plan of using the good performance of the com- 
pany to spur others to better work is being pursued in the 
railroad campaign. In the fall of 1910 a series of railroad read- 
ings were made showing the smoke conditions at the various 
railroad centers, and a table showing the smoke standing of 
the railroads was prepared. In the fall of 1911 a similar set 
of figures was prepared. It soon became evident that there 


‘was an intense rivalry among the various railroads in their 


efforts to the top of the list. This has been taken advan- 
tage of with good effect by the smoke department. Here- 
with is presented a summary of a series of railroad smoke 
readings for the summer of 1912, which are the first summer 
readings that have been taken by the department. It has long 
been realized that railroad smoke appeared heavier in summer 
than during the cold weather, but it was not known how much 
the weather affected smoke densities. Taking the smoke 1¢ad- 
ings of the fall of 1911 as a criterion, and assuming the same 
effort on the part of the railroads to keep down smoke, the 
summer readings of 1912 show that there is approximately 
100 per cent. difference in the smoke density of railroad smoke 
in the summer over the winter months. 

It has been found that the more information the department 
can convey to the railroads the better the results. For in- 
stance, by giving the smoke densities for the various locations, 
a railroad may find that its per cent. density at a certain point 
is very satisfactory, whereas at another railroad center it is 
not at all satisfactory. By analyzing these smoke density re- 
ports for the various localities, a railroad is enabled to deter- 
mine the points where its engines need special attention and 
to discover why it is that they cannot have a uniform smoke 
density throughout the city. Theoretically, if one railroad is 
inside of 5 per cent. density there is no reason why all the 
rest of them should not be, but practically it does not seem 
to work out in this way; there is a difference in organization, 
difference in methods, difference in service performed, and 
difference in condition of equipment, which seems to have an 
immense amount of influence on the smoke densities of the 
various roads. However, it would seem logical to suppose 
that if uniform methods of enforcing the anti-smoke rules 
were adopted by all the roads, and if standard equipment in 
various classes of service was provided, that uniform results 
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could be obtained throughout the city and the smoke kept 
down to the commercial minimum. 


SMoKE DEnsiT1Es at Various Locations IN CHICAGO. 





Date. Location. Percentage. 
pee 8S South ed Anion: Stations osoiw a og oak os secs oe esesaw ewe 704 
ees Ee Ne MEAD ee Sas cin Sin wig wa ais ka Gs o'g Kose SSKS wees ein 10.59 
une 13. C. & N. Passenger Dermal io i6i sss sin cseas cae on'e 7.15 
une 25. Englewood Union MRM Sek oss Gash Seis fue oho boos s 17.43 
uly 1. Ada street, Pan Handle, St. P. & N. W. Ry.....eeseuees 13.73 
uly 2. Sixteenth and La Re SURES conus sake ees heneesannine 
uly 3. Seventeenth street and C. & EES eae 
uly 8. Fifteenth street and C. & W. 1 SS ee ery 
uly 17. Michigan avenue and C. & A y., Kensington 
uly 19. Kedzie avenue and C. & N. W. Ry...cccc ccc cc ccccccees 
uly 23. Sixty-third street and I. C. Waieeed Le ew Wie ree Swe SS eel 
uly 25. Forty-ninth street and Kedzie BERNE So Sac eensoseasude 
uly 31. Forty-first street and Lake avenue LARK Saas an. aw Sasi e 
Aug. 14. Séventy-ninth street and C. e ain -& RI R. 
Aug. 22. Western avenue and B. .? &C&N. 
Aug. 23. Western avenue and C. Bh ae ee 
Aug. 30. Forty-seventh street and ra & ee es 
Sept. 3. Sixteenth street and Stewart bes fb TEA 
Sept. 4. Van Buren street and I. C. R. R.......... 
Sept. 6. Forty-sixth avenue and Twenty-second street....... ee 
Sept. 25. Twenty-sixth street and Campbell avenue..........seees 93 
Sept. 26. C. & A. and Pan 7 eee a pia ee cebasees ee was ee 14.05 
Sept. 27. Root arent and C. R. URS iGabancianass ewenues 7.48 
Sept. 30. Eighty-sixth street and eee avenue, Rock Island Junc- 

EDS; eOies RONMORIO oc Selo oi Fs Ga boas kA SON oss os aso a0 23.39 


SMOKE STANDING OF THE Various RAILROADS IN THE SUMMER OF 1912. 
No. of Engine Smoke Percent. Standing 











Railroad. Observations. Minutes. Units. Density. 1911. 

Re, & Isle so ean 329 1,089 191 3.51 1 
ale ye ES 2 oe 66 122 28 4.75 8 
a Sa Chee, || ee a 40 75 21 5.6 3 
4. Illinois Central ..... 409 919 321 6.98 11 
5. Michigan Central ... 45 98 43 8.98 15 
SE Ce! ee a 112 225 105 9.36 

Js “Bs. Xe Mosk St A 57 136 70 10.3 20 
She Te OE. Ge: Pa 58 126 67 10.63 7 
eS 2: he eae 197 606 355 11.55 10 
| Ye Oy Se ee 74 191 111 11.62 25 
TAR kt i Sere 42 8¢ 54 12.15 18 
LE & 5 fe eee 36 74 45 12.16 21 
Lae Gh By Sea 38 156 95 12.18 22 
TR Gt 2) ae 136 420 262 12.47 24 
LSS 6 OAS J Ue 291 792 509 12.85 14 
6. C. & SS 580 1,384 898 12.94 5 
17. Grand Trunk ....... 168 312 204 13.08 17 
18. Pere Marquette ..... 17 44 29 13.18 12 
19. Pennsylvania ....... 489 1,086 782 14.4 9 
20. BOEER! “scessssbsous 128 274 204 14.89 16 
21. 5 a ee 24 84 63 15 28 
JA ES ee 238 556 458 16.87 13 
23. Illinois Northern.. 57 164 147 17.92 29 
24. Wisconsin Central.. 24 44 40 18.18 4 
2 ee eS ee sisie 0 sine 85 217 227 20.92 6 
26. Mfgrs. Junction .... 8 13 14 21.54 Not Listed 
oe, DENSE Sou capenkeas ens 87 193 210 21.76 19 
28. nee een pes ot 14 33 41 24.84 26 
29. he 38 180 282 31 30 
30. nbie ified cee eahem 2 5 g 32 23 
31. Chi. Short Line...:.... 1 4 8 40 Not Listed 

cr 5 LR eet grea 3,890 9,721 5,892 12.12 





LonGITUDINAL Raitway, CuHiLtE.—A section of about 323 miles 
of the Longitudinal Railway, Chile, has now been opened to 
traffic. This section runs through the mineral belt and nitrate 
zones of northern Chile. It is believed that before the end of 
the year railway connection will be established between all the 
ports of the provinces of Antofagasta and Tarapaca. 


RarLroaAD CONSTRUCTION IN PeERu.—Construction work on the 
Ucayali Railway was started on September 21, at Goyllaris- 
quisga. This road will open for commercial purposes a large 
section of the country lying between the Andes and Ucayali river 
branch of the Amazon system. 


British RatLway WaceEs.—The British board of trade has 
made an inquiry into earnings and hours of labor of the work- 
ing people of the United Kingdom, a report of which was pub- 
lished this year. For railway employees it took reports of the 
actual payments made during the last week of October, 1907, and 
it should be said at once that wages have been advanced since 
that time. In nearly all cases the wages earned and paid were 
greater than the regular rate of wages, because of extra pa) 
ments for overtime and Sunday work. The highest week! 
wages paid were $11.17 to enginemen, whose regular weekly pay 
was $9.83. Firemen got $6.67, signalmen $6.69, passenger guar«'s 
$7.12, freight guards $7.58, foremen $8.70, and mechanics in sho1's 
$7.70. Apprentices and other lads employed at stations receive: 
an average of $2.82 per week. There were 35,536 of these ani 
365,901 adult employees. 
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CO-OPERATION THE REMEDY FOR CAR 
SHORTAGES.* 





It takes but a casual examination of the facts as they exist to 
determine that many shippers expect from the railroads extra 
service, such as the occupancy of tracks, detention of cars, and 
additional switching, which would be uncalled for if a proper 
provision had been made for storage and proper facilities for 
loading and unloading cars. 

In the examinations made by our commission during the last 
two years in reference to both the shortage of coal cars and 
grain cars, it was a very frequent occurrence, when we sent our 
inspector or examiner into the cities and villages throughout 
the state where they were demanding more cars, to find freight 
cars loaded with coal that had been held long beyond the time 
allowed by law by the consignee to enable him to unload his 
coal and deliver to his customers, instead of at once unloading 
into his bins, and thus relieving the car for further service. 
And during such inspections it was not an uncommon thing, 
but a very frequent occurrence, to find cars loaded with furniture 
and other manufactured articles from the cities, held far beyond 
the time allowed, and demurrage paid simply that the consignee 
might unload the furniture or freight, whatever it might be, at 
the consignee’s convenience and without any extra expense or 
charge. 

The commission upon several occasions ordered cars unloaded 
that they might be loaded at once with grain in the same village 
where they had been for several days before our inspector 
arrived. 

A few cars of coal, a few cars of grain, as well as a few cars 
of other freight held in towns throughout the state, will create 
very rapidly a car shortage. It is equally true that in such inspec- 
tions made by our commission we found cars upon the side 
tracks that had been shipped and held from 5 to 25 days which 
should have reached their destination long before and should 
have been unloaded and made several other trips. These may 
appear to be small matters, and yet a few loaded cars on each 
side track, that should have reached their destination and been 
unloaded, not only bring on a car shortage, but are a just 
foundation for a complaint, both by the shipper of the article, 
whatever it may be, and the receiver thereof, both of them 
being dissatisfied and unable to understand why such things 
occur. 

These are the conditions that account in a great measure 
for the low average mileage which carriers get from their freight 
cars, and which materially decrease the efficiency of the service. 
Why should carriers be expected to provide storage for the 
shipper in such a manner, and why should the shipper be de- 
layed by his cars standing out upon the side tracks instead of 
being moved? There is but one answer to either of these 

juestions—they should not in either case occur. 

Opinions of railroads by the public are formed almost entirely 
by the impressions made by contact with the officials and 
employees of the road. Whatever real basis, if any, there is for 
inding fault with the operations of a railroad or any other 
business enterprise, will be found in the unfaithfulness of the 
individual men composing that particular company. The char- 
acter of a railroad is determined by the men who represent 
it, and the character of any other business enterprise is judged 
‘he same way. 

In the very nature of things, the interests of the railroad and 
all of its patrons are and must be identical. One cannot 
‘osper without the other. The man who would sow dissen- 
‘on between them and embarrass their co-operation by mis- 
nderstanding, friction or antagonism or seeks to make them 

lieve that their interests are not identical but opposite, is a 
ublic enemy. And while ofttimes the railroads of the country 
‘ave been at the mercy of such persons, the public should not 
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tolerate such people. It should always be kept in mind that a 
railroad will destroy itself unless it fosters transportation; unless 
it adopts a policy toward its patrons that will encourage and 
increase permanently the movement of business, it cannot sur- 
vive. On the other hand, the people will become sufferers if by 
any hostile action or unreasonable demands they limit the power 
of the railroads to serve them. 





GRAPHITE LUBRICATOR FOR’ SUPER- 
HEATER LOCOMOTIVES. 





In discussing Gilbert E. Ryder’s paper on “The Locomotive 
Superheater and Some of Its Effects on the Cost of Railway 
Operation,” which was read at the November meeting of the 
New York Railroad Club, M. C. M. Hatch, superintendent of 
fuel service of the Delaware, Lackawanna & Western, called at- 
tention to the fact that that road had installed a’ graphite lubri- 
cator on some of its superheater locomotives with good results. 
This device, which is being developed by The National Graphite 
Lubricator Company, of Scranton, Pa., is shown in the accom- 
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Steam Chest 


National Graphite Lubricator. 


panying illustration. The graphite blocks, which are designated 
by the figure 7 in the illustration, are furnished in pieces ft in. 
in diameter and 1 in. long, and are forced against the cutter or 
grinder 9 by the spring 5. As the graphite is ground off in fine 
particles it falls to the steam chest through the connections 
shown. One of the small blocks of graphite, with the addition 
of a small amount of oil furnished from the lubricator in the 
cab, is said to furnish lubrication for from 75 to 150 miles. 
The grinding wheel is operated by the connections shown, which 
receive their motion from the valve stem. The amount of gra- 
phite which is fed to the valves and cylinders is therefore in 
proportion to the speed of the locomotive. 





General News. 


The firemen’s committee, appointed to confer with the managers 
of the eastern roads about wages, will be in New York Decem- 
ber 2, and the conference will probably be held early in the 
week. 





The strike of clerks on the Canadian Pacific has proved a 
failure. At some places the employees, in offering to return 
to their positions, assert that they were led astray by their 
brotherhood leaders. 


The Toronto, Hamilton & Buffalo has increased the pay of 
its telegraphers 10 per cent, to take effect on January 1, next. 
Under the new rates these operators will receive salaries equal 
to those in vogue on the Canadian Pacific. 


The large freight houses of the Canadian Pacific at Prescott, 
Ont., were destroyed by fire November 21, together with nine 
loaded freight. cars and the customs office. In the building 
were 200 tons of coal. 


The Engineers’ Club of Lincoln, Neb., was organized recently 
with 56 charter members. J. N. Bridgman, of the University 
of Nebraska, is president, and C. H. Gerber, principal assistant 
engirieer of the physical valuation department of the Nebraska 
Railway Commission, is secretary. 


The Atchison, Topeka & Santa Fe has notified the corpo- 
ration commission of Arizona that it has taken proper measures 
to comply with the new law of that state requiring high-power 
headlights on locomotives, but that there will be long delay 
because the manufacturers are unable to deliver the electric 
headlights which have been ordered. 


According to newspaper reports, officers of the St. Louis, 
Iron Mountain & Southern recently inaugurated a new kind of 
surprise test. The superintendent, the trainmaster and the gen- 
eral yardmaster appeared suddenly in the yards at Du Po, IIl, 
and ordered a breath-smelling test for employees. Those who 
‘were found to have been drinking liquor were ordered off duty. 


An item in our issue of November 8, page 896, said that the 
Southern Pacific was being prosecuted by the government on 
31 charges of violation of the law regulating the length of time 
which animals may be kept in cars without food or water. An 
officer of the road advises that of these 31 charges, 21 were 
dismissed for lack of evidence and 6 were decided in favor of 
the road; on two the jury disagreed, and a conviction was se- 
cured by the government in only two cases. 


The Chicago & Alton held the first of a series of monthly din- 
ners for its officers and employees at the Grand Pacific Hotel, 
Chicago, on the evening of November 20. President B. A. 
Worthington spoke on the subject “Success: Industry Plus Team 
Work Equals Success.” The purpose of the dinners is to pro- 
mote harmony, good-fellowship and team work, to get the men 
acquainted with the officers, and to bring together members of 
the various departments who do not meet in the regular course 
of their work. 


At Pueblo, Col., November 24, the Denver & Rio Grande 
and the Colorado & Southern were indicted by the federal 
grand jury on charges of granting rebates and with issuing 
free transportation (intrastate) to influence interstate ship- 
ments. The Colorado Fuel and Iron Company, Victor Amer- 
ican Fuel Company, Great Western Sugar Company, Portland 
Cement Company and United States Portland Cement Com- 
pany are indicted, charged with accepting rebates and free 
transportation. 


The Grand Trunk, which has used telephones for train 
despatching on a few circuits for some time, has decided to 
install telephones for this purpose throughout its main line from 
Montreal to Chicago. There will be five circuits: Montreal to 
Brockville, 125 miles; Brockville to Toronto, 210 miles; 
Toronto to Sarnia, 159 miles; Port Huron to Battle Creek, 160 
miles; and Battle Creek to Chicago, 172 miles. There will be 
about 155 way stations. The apparatus has been ordered from 
the Northern Electric & Manufacturing Company, Montreal. 


Following the order of the Connecticut Public Utilities Com- 
mission, in the case of the Westport derailment, which is noted 
on another page, the New York, New Haven & Hartford is- 
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sued an order to install No. 20 crossovers, at all points where 
practicable, on the four-track lines of the company, not only 
in Connecticut, but in Massachusetts, Rhode Island and New 
York also; and a rule has been adopted that all trains sched- 
uled at more than 15 miles an hour shall come to a full stop 
before passing through crossovers which are not safe for speeds 
higher than that. 


The Illinois Central has announced that the carrying of pas- 
sengers on a number of its freight trains has been prohibited. 
A statement issued by the company says: “Experience shows 
that it is dangerous to the passenger whenever he rides on a 
freight train. During the year ending June 30, 1912, six pas- 
sengers were killed while riding on freight trains. It will be 
seen that the number of deaths of persons who rode on freight 
trains is out of all proportion to the number of passengers car- 
ried on such trains. The number of passengers transported on 
freight trains is infinitesimal as compared with the number of 
passengers carried on regular passenger trains.” 


The railroad commission of Louisiana has asked the railroads 
to furnish full data concerning the use of the block system, 
preparatory to giving a public hearing on the subject. The 
commission asks not only for mileage of road signaled and other 
particulars, but also for cost of installation, of maintenance and 
operation; and a statement of any accidents which may have 
occurred in the state of Louisiana from failure of the block 
system. The commission has notified the Illinois Central, the 
Yazoo & Mississippi Valley, and the Texas & Pacific that at the 
hearing they will be called on to show cause why an order 
should not be issued requiring them to install the block system. 


The New York State Public Service Commission, Second dis- 
trict, announces that the sum to be asked for from the legis- 
lature, at the next session, for elimination of grade crossings 
will be $500,000. As the state usually pays one-fourth of the 
total cost of the abolition of a grade crossing, this indicates that 
the commission expects to do two million dollars’ worth of 
work of this kind in the Second district. The commission now 
has on file applications for the elimination of grade crossings 
at 24 places on the New York Central; three on the New York, 
Ontario & Western, two on the Lackawanna, two on the Erie, 
two on the Delaware & Hudson, two on the Long Island, and 
one on the Central New England; also several crossings in which 
two or more railroads are interested. 


On the Pennsylvania Railroad system east and west of Pitts- 
burgh there are now 2,872 steel passenger train cars, besides 520 
sleeping and parlor cars owned by the Pullman Company, and 
used on the Pennsylvania lines. The 2,872 cars cost forty million 
dollars. The foregoing figures include the steel cars on the 
Long Island, the Cumberland Valley, the New York, Phila- 
delphia & Norfolk, the Vandalia, and the Grand Rapids & 
Indiana, as well as the roads directly operated by the Penn- 
sylvania. Included in the total are 68 dining cars, 159 postal 
cars and 11 Long Island Railroad parlor cars. Besides all 
these the Pennsylvania and its controlled lines have ordered 
for future delivery 394 steel cars, as follows: 296 coaches, 18 
dining cars, 25 combined passenger and baggage cars; 2 
baggage, 4 postal, 48 combined baggage and mail, 1 office 
ear and 10 parlor cars, the parlor cars for the Long Island 
Railroad. 


George J. Bury, vice-president of the Canadian Pacific, has 
recently issued a circular to employees of that road on the 
value of team-work, in which he says, in part as follows: 
“Good team-work is necessary if we are to hold our present 
traffic and attract an increasing volume to the road. We can 
only do so by efficiency and by satisfying the shipping and 
traveling public. If there is one unfortunate habit that men 
in railway service lapse into, it is that of dismissing responsi- 
bility by feeling that it belongs’ to someone else. We cannot 
obtain results by minimizing the importance of complaints and 
dismissing them by simply relegating them to some other brancl1 
of the service or placing the responsibility on some junior and 
letting it end there. Everyone connected with our service i: 
expected to use his best efforts in the harmonious working 0! 
the system, and to co-operate with those around him, con 
sidering himself part of the machinery of our organization and 
endeavoring to increase its effectiveness in every way in his 
power.” © 
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The Postmaster-General has given out a statement showing 
that 310,245,000 pieces of franked mail were carried during 
the last fiscal year. The weight of this mail is given as 61,000,000 
Ibs. equal to 3.8 per cent of the total weight of all domestic 
mail carried. During the Presidential and Congressional pri- 
mary campaign, in the last quarter of the fiscal year, an extraor- 
dinary amount of franked matter was sent through the mails 
at public expense. This matter consisted of political speeches, 
reports and documents of all kinds, and even of one com- 
plete political campaign book, all of which had been made 
technically frankable by insertion in the Congressional Record. 
It is computed that the total weight of this franked matter was 
between 7,000,000 and 8,000,000 Ibs., all of which was transmitted 
as first-class mail. The Postmaster-General says that the un- 
usual expense entailed by the great amount of political matter 
created a temporary deficit. 


The Post Office Department is making preparations for the es- 
tablishment of pneumatic tubes between the Grand Central 
Terminal, New York, and the Pennsylvania terminal, a distance 
of about 1.3 miles. There will be two tubes each 24 in. in diam- 
eter, and the apparatus is designed to carry bags of 100 lbs. each. 
The tubes now in use in New York between different post offices, 
are only 8 in. in diameter. A large-scale pneumatic mail carry- 
ing system has been in operation for several years between the 
United States capitol and the House office building. The Sen- 
ate recently allowed an appropriation of $250,000 to extend this 
system to include the Congressional Library, the Senate office 
building, the union station, the government printing office, and 
the new post office building in Washington. At New York, 
under the existing system of transportation between the Grand 
Central and the Pennsylvania terminals the mail wagons run 
20 hours a day to transfer 4,000 or more bags of mail. 


If there is any feature of railway operation that has been over- 
looked by the people who carry their troubles to the public serv- 
ice commissions, we shall no doubt hear of it shortly. The 
Ontario Railway and Municipal Board has recently considered 
(and dismissed) a request from the city of Toronto for an order 
requiring the Toronto Railway Company to open several depots 
for receipt of articles left on the cars, instead of carrying them 
to the Landsdowne barns. The board is of the opinion that it 
has no power or jurisdiction to declare that the present practice 
of the company in the care of articles left on the cars is unjust, 
unreasonable and improper, or to fix and prescribe some other 
method. The application is dismissed without costs, except that 
the city is required to pay $20 for stamps on the order. It 
appears in the evidence that in the last year over 13,000 lost 
articles have been taken care of by the company. Of these 
about 7,000 were claimed and restored to the owners. The 
judgment points out that the company has to keep a storeroom at 
Landsdowne barns with a man in charge to file, label and return 
lost articles. The city solicitor asked the board to order some 
more central location for the taking of lost articles, as nearly 
everybody going to the Landsdowne barns must lose an hour or 
more, and pay two fares. The company’s answer was that 
room in a building in the city would be too costly to be used 
for storage purposes. 





Blacklisting Charged. 


The railroads running into Atlanta have a common agree- 
ment not to employ a person who has ever sued any of them, 
and under this they have blacklisted him and prevented him 
from getting work, asserts William M. Savage, a switchman, in 
a $10,000 damage suit filed in the superior court against the 
Seaboard Air Line. Savage states that he worked as a switch- 
man for the Seaboard; and was injured in an accident, resigned 
and brought suit against the road. He won the suit and then 
applied to the Atlanta, Birmingham & Atlantic for a job as 
SWitchoman., 

Finally he obtained a temporary position with the A. B. & A., 
and that road wrote the Seaboard for recommendation, and the 
Seaboard, he alleges, made two false statements in reply. The 
first was that he had failed to notify them of his accident for 
Several days after it occurred and, second that on his entering 
Suit his service terminated. This letter and the agreement be- 
tween the railroads, says Savage, caused him to be dismissed, 
and has forced him to work as a day laborer for less than half 
of what he could earn as a railroad man.—Atlanta Constitution. 
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New York Central Lines Indicted on Rebate Charges. 


The Lake Shore & Michigan Southern, the Cleveland, Cincin- 
nati, Chicago & St. Louis, and the Chicago, Indiana & Southern 
railways and the O’Gara Coal Company, of Chicago, were in- 
dicted on November 22, by the federal grand jury at Chicago, 
on charges of paying and accepting rebates said to amount to 
$60,000, in November, 1909, in connection with shipments of coal 
from the coal company’s mines at Harrisburg, Ill. George M. 
Glazier, auditor of the Lake Shore; R. M. Huddleston, general 
auditor of the New York Central Lines, and W. A. Brewerton, 
secretary of the coal company, were witnesses before the grand 
jury. The indictments result from investigations conducted by 
the Interstate Commerce Commission in connection with its 
general inquiry into the relations between railways and the coal 
companies, at which it was developed that many prominent offi- 
cers of the New York Central Lines were formerly large stock- 
holders in the O’Gara Coal Company, and that some of them 
now own such stock, which is held in names of other persons. 
Mr. Huddleston, at a recent hearing before Commissioner Har- 
lan, was questioned at length regarding the $60,000 payments, 
and was unable to give an explanation which was satisfactory to 
the commissioner. At a recent hearing in New York, it is re- 
ported that President W. C. Brown, of the New York Central, 
testified that he assisted in the organization of the O’Gara Coal 
Company in 1905. 

E. T. Glennon, assistant vice-president of the legal depart- 
ment of the New York Central Lines, has offered the explana- 
tion that the $60,000 represented a loan to the coal company, 
accounted for as an advance payment for coal not yet received. 
On Thursday of this week Thomas O’Gara, president of the 
O’Gara Coal Company was indicted on a charge of accepting 
a rebate. 


First Complaint Before the Diversion Commission. 


Fairfax Harrison, president of the Chicago, Indianapolis & 
Louisville and chairman of the’ Commission on Car Service, 
appointed by the American Railway Association, has issued the 
following statement: 

“The first case which has been brought before the commis- 
sion appointed by the American Railway Association to pre- 
vent the diversion and delay of cars was on the complaint by 
the Baltimore & Ohio against the Wheeling & Lake Erie. 

“The commission found that the condition complained of 
was due, in a large measure, to the considerable number of 
Wheeling & Lake Erie system cars which were widely scat- 
tered on other roads and had not been available for use by 
their owner for several months. Deeming that its function 
was to remedy the immediate situation, the commission adopted 
methods of mediation and has, through the co-operation of 
other railroads with whom it has used its good offices, secured 
a promise for prompt and direct return of the Wheeling & 
Lake Erie cars without regard to home route, in an amount 
sufficient to enable the Wheeling & Lake Erie to return to the 
Baltimore & Ohio the cars the delay of which was the cause 
of the complaint.” 


Louisiana Commission Report on Montz Collision. 


The rear collision at Montz, La., November 11, in which 13 
passengers were killed, was reported in the Railway Age 
Gazette of November 15, page 957; and in the issue of Novem- 
ber 22 we gave (page 1001) the conclusion of a board of in- 
quiry, which was convened by the railroad company, and (page 
1002) the conclusions of the state railroad commission. The 
full report of the state commission, since received, gives a 
few additional details. 

The flagman did not take fusees with him. The conductor 
might have seen that these fusees were left lying on the rear 
platform of the rear car. This flagman had been in service 
about 15 months. In his application he said that he was born 
in 1880. He says that he intended to write 1890. In fact, he 
was born in 1893, and the commission says that he is a mere 
boy. Any experienced inspector could easily have seen that 
he was much younger than he said he was. His application for 


the position of flagman was made after he had received only 
“The company seems to have 
In this connection, the com- 


ten days’ instruction as such. 
paid very little attention to this.” 
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mission says that the fireman of one of the locomotives of the 
passenger train knew very little about the rules and had never 
seen a rule book, although on occasion he was required to 
protect the front end of the train by flag. 

When the passenger train stopped, the conductor went for- 
ward to the engine and remained there about thirty minutes. 
He might just as well have gone back, in a few minutes, to 
the rear of the train, where he belonged. The freight train 
was running at 25 miles an hour, probably 28 miles an hour, 
or faster, though the rule limits the speed to 25 miles an hour. 
In this respect the commission holds the engineman of the 
freight careless. The report says that the passenger cars were 
very old and poor, but gives no details to confirm this state- 
ment, except that the fourth car crushed the fifth car almost 
its entire length. Of the two engines drawing the passenger 
train, one and the one which failed, causing the unusual stop, 
had been taken from a work train. It never was a passenger 
engine. It had broken down once on the day before, and had 
stopped several times on its southbound trip, for causes which 
are unexplained. 

Following its conclusions concerning matters of safety, the 
commission severely censures a trainmaster for refusing to 
take, on his special train, to the scene of the wreck, two gen- 
tlemen whose families were on the wrecked train. 

The commission also takes up the subject of block signaling 
and quotes the testimony of an officer of the road, to the 
effect that the Illinois Central had appropriated $270,000 for 
block signals in 1911 and $300,000 in 1912; and only 12 miles 
of line in the state of Louisiana received any benefit from 
these appropriations. In a low, flat’ country, where fogs are 
of frequent occurrence, there is more demand for a block sys- 
tem than in a higher and drier climate. The report says that, 
except in the cane-grinding season, telegraph offices on the 
road in that region are 31 miles apart; but there is no specific 
comment on this fact. The block system is recognized by the 
Illinois Central, as by most railroad authorities, as a_ safe 
method of controlling trains; the system should be installed. 
The report is signed by J. J. Meredith (chairman), Shelby 
Taylor and Henry D. Schreiber. 





Railway Signal Association Committees. 


The Board of Direction of the Railway Signal Association 
met in Chicago at the Congress Hotel, on Thursday, No- 
vember 14, and completed the committee assignments for the 
year 1912-1913. The list of the new committees, the per- 
sonnel of each, and the outlines of the work laid out by the 
Board are given below. 


COMMITTEE NO. I—SIGNALING PRACTICE. 


Personnel. 

A. H. Rudd, Sig. Engr., P. R. R., Philadelphia, Pa., Chair- 
man; T. S. Stevens, Sig. Engr., A. T. & S. F., Topeka, Kans., 
Vice-Chairman; C. C. Anthony, Asst. Sig. Eng. P. R. R, 
Philadelphia, Pa.; H. S. Balliet, Sig. Engr. Elec. Div., and 
Eng. Mtc. of Way, Grand Central Terminal, N. Y. C. & H. R,, 
New York City; C. A. Christofferson, Sig. Eng. N. P., St. 
Paul, Minn.; C. E. Denney, Sig. Engr., L. S. & M. S., Cleve- 
land, Ohio; W. J. Eck, Elec. Engr., Southern Ry., Washing- 
ton, D. C.; W. H. Elliott, Sig. Engr., N. Y. C. & H. R., Al- 
bany, N. Y.; G. E. Ellis, Sig. Engr., K. C. T. Ry. Co., Kansas 
City, Mo.; A. S. Ingalls, Gen. Supt., L. S. & M. S., Cleveland, 
Ohio; J. C. Mock, Sig. Engr., M. C., Detroit, Mich.; F. P. 
Patenall, Sig. Engr., B. & O., Baltimore, Md.; J. A. Peabody, 
Sig. Engr., C. & N. W., Chicago, Ill.; W. B. Scott, Pres. Sun- 
set Lines, Houston, Tex.; A. G. Shaver, Sig. Engr., C. R. I. 
& P., Chicago, Ill.; H. H. Temple, Supt., B. & O., New Castle, 
Pa.; J. C. Young, Sig. Engr., U. P., Omaha, Neb. 


Outline of Work. 


*Note—(a) See general instructions to committees; and 
(b) Select from the manual material applicable to specifica- 
tions, either in course of formation or under consideration; 
identifying merely by: reference to subject, section number, 
and letter. 











*This note applies also to Committees II, III, IV, V, IX, and the special 
committees on State of Signaling in the Northwest and on Contracts. 
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Vor. 53, No. 22. 


(a) Report on the effect of treated. and metal ties on track 
circuits; and on the (b) Economics of labor in signal main- 
tenance; and (c) Formulate and submit requisites for switch 
indicators, including methods of conveying information as io 
condition of the block to the conductor and engineman. 


COM MITTEE NO. II—MECHANICAL INTERLOCKING. 


Personnel. 

C. J. Kelloway, Sig. Engr., A. C. L., Wilmington, N. <,, 
Chairman; D. M. Case, Supt. Sigs., C. N. O. & T. P., Lexing- 
ton, Ky., Vice-Chairman; L. Brown, Gen. Sig. For., A. T. & 
S. F., Topeka, Kans.; G. W. Chappel, Asst. S. E., N. Y. N. H. 
& H., New Haven, Conn.; W. H. Fenley, Sig. Engr., Panania, 
R. R.; C. S. Foster, Supr. Sigs., P. R. R., Wilmington, Del.; 
O. Frantzen, Supr. Sigs., N. Y. N. H. & H., Boston, Mass.; 
E. Hanson, Sig. Supr., G. C. & S. F., Cleburne, Tex.; E. G. 
Hawkins, Chf. Draftsman, Sig. Dept., N. Y. C. & H. R., Al- 
bany, N. Y.; J. A. Johnson, Sig. Engr., M. K. & T., Denison, 
Tex.; T. E. Kirkpatrick, Supr. Sigs., L. S. & M. S., Elkhart, 
Ind.; J. B. Lamb, Sig. Supr., Southern Ry., Washington, 
D. C.; J. W McClelland, Supr Sigs. P. & R., Philadel- 
phia, Pa.; E. E. Mack, Supr. Sigs, C. & E. I., Salem, Ill.; 
S. Miskelly, Gen. Sig. Inspr., C. R. I. & P., Chicago, IIL; 
W. B. Morrison, Supr. Intkg., D. L. & W., Newark, N. J.; 
Chas. Stephens, Sig. Engr., C. & O., Richmond, Va.; F. C. 
Stuart, Sig. Engr., Sunset Route, Houston, Tex.; J. I. Vernon, 
Sig. Supr., N. Y. N. H. & H., New Haven, Conn.; W. F. Zane, 
Sig. Ins., C. B. & Q., Chicago, III. 


Outline of Work. 


(a) Prepare specifications for apparatus and materials used 
in mechanical interlocking construction; (b) Prepare stand- 
ard layouts for leadouts and lead-aways, and for connecting 
switches, slips, movable point frogs and derails; (c) Prepare 
specifications for apparatus and materials used in electro- 
mechanical interlocking; and (d) Confer with Committee XV. 
of the American Railway Engineering Association as to in- 
terlocking and operation of drawbridges. 


COMMITTEE NO. III—POWER INTERLOCKING. 


Personnel. 


R. C. Johnson, Asst. Sig. Engr., N. Y. C. & H. R., New 
York City, Chairman; F. B. Wiegand, Asst. Sig. Engr., L. S. 
& M. S., Cleveland, Ohio, Vice-Chairman; Burt Anderson, 
Asst. Sig. Engr., A. T. & S. F., Topeka, Kans.; W. H. Arken- 
burgh, Chf. Draftsman, Sig. Dept., C. R. I. & P., Chicago, III.; 
M. H. Collins, Supr. Sigs., Hud. & Man., New York City; 
J. R. Decker, Div. Engr., M. C., Bay City, Mich.; A. B. du 
Bray, Inspr. Elec. Sigs., Frisco System, Springfield, Mo.; 
G. B. Gray, Sig. Inspr., P. L. W., Pittsburgh, Pa.; W. H. 
Harland, Elec. & Sig. Eng, N. Y. O. & W., Middletown, 
N. Y.; H. H. Harman, Engr. Bridges, B. & L. E., Greenville, 
Pa.; E. C. Hitchcock, Sig. Inspr., N. Y. N. H. & H., New 
Haven, Conn.; M. H. Loughridge, Asst. Engr., Sig. Dept., 
N. Y. W. & B., New York City; J. W. MacCormack, Sig. 
Inspr., K. C. T., Kansas City, Mo.; W. N. Manuel, Sig. 
Supr., G. R. & I., Grand Rapids, Mich.; G. A. Motry, Sig. 
Inspr., B. & O., Baltimore, Md.; H. H. Orr, Sig. Inspr., C. & 
E. I., Chicago, Ill.; F. W. Pflegling, Supr. Sigs., U. P., Kan- 
sas City, Mo.; A. B. Pollock, Supr. Sigs., P. R. R, East Lib- 
erty, Pa.; W. M. Post, Supr. Sigs., P. R. R., Jersey City, N. J.; 
I. S. Raymer, Asst. Sig. Engr., P. & L. E., Pittsburgh, Pa.; 
D. W. Rossell, Inspr. Sigs., N. Y. C. & H. R., Yonkers, N. Y.; 
T. C. Seifert, Sig. Inspr., C. B. & Q., Chicago, Ill; F. G. 
Smith, Sig. Supr., C. & E. I, Danville, Ill.; O. R. Unger, Sig. 
Inspr., M. P., St. Louis, Mo.; G. A. Ziehlke, Supr. Sigs., U. P., 
Kansas City, Mo. 


Outline of Work. 


(a) Continue preparation of specifications for apparatus 
and materials used in power interlocking construction; 
(b) Continue the preparation of typical circuit plans for 
electric interlocking; (c) Investigate the use of 30 volis of 
less for the control of interlocking apparatus; (d) Continue 
preparation of plans for wire ducts, terminal boxes and ‘an- 
holes; and (e) Confer with Committee XV of the Ame-ican 
Railway Engineering Association as to interlocking and 
operation of drawbridges. 
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COMMITTEE NO. IV—AUTOMATIC BLOCK. 
Personnel. 


A. G. Shaver, Sig. Engr. C. R. I. & P., Chicago, IIL, 
Chairman; J. M. Fitzgerald, Engr. Maint. Sigs. N. Y. C. & 
H. R., Albany, N. Y., Vice-Chairman; E. L. Adams, Chf. Sig. 
Inspr.. L. S. & M. S., Cleveland, Ohio; E. E. Bradley, Sig. 
Engr., W. M., Baltimore, Md.; G. H. Dryden, Asst. Sig. 
Engr., B. & O., Baltimore, Md.; H. Folley, Asst. Sig. Supr., 
Cc. & E. I, Terre Haute, Ind.; A. R. Fugina, Sig. Engr., L. & 
N., Louisville, Ky.; R. E. Greene, Asst. Sig. Engr., M. C., 
Detroit, Mich.; W. R. Hastings, Asst. Sig. Engr., C. R. I. 
& P., Chicago, Ill.; W. H. Higgins, Sig. Engr., C. R. R. of 
N. J., Elizabeth, N. J.; B. F. Hines, Sig. Engr., N. O. & N. E,, 
New Orleans, La.; B. A. Lundy, Asst. Engr., N. Y. C. & 
H. R., Albany, N. Y.; L. P. Mase, Gen. Sig. Constr. For., 
N. Y. C. & H. R., Yonkers, N. Y.; J. C. Mill, Asst. Sig. Engr., 
Cc. M. & St. P., Milwaukee Shops, Wis.; C. W. Parker, Sig. 
Engr., Can. Pac., Montreal, Can.; R. M. Phinney, Asst. Engr., 
Sig. Dept., C. & N. W., Chicago, Ill.; E. K. Post, Supr. Sigs., 
P. R. R., Altoona, Pa.; H. J. Rhinehart, Draftsman, Sig. 


, Dept., D. L. & W., Hoboken, N. J.; A. H. Rice, Sig. Engr., 


D. & H., Albany, N. Y.; D. S. Rice, Supr. Sigs., L. V., Geneva, 
N. Y.; A. A. Roberts, Sig. Inspr., K. C. T., Kansas City, Mo.; 
G. W. Trout, Sig. Engr., P. M., Detroit, Mich.; F. E. Whit- 
comb, Sig. Engr., B. & A., Boston, Mass. 


Outline of Work. 


(a) Prepare specifications of apparatus and material used 
in automatic signal construction; (b) Continue on relay 
specifications; (c) Prepare specifications for field work in 
automatic block construction; and (d) Continue on typical 
circuit plans for automatic block signaling, covering the sim- 
ple and more common situations first. 


COMMITTEE NO. V—MANUAL BLOCK. 
Personnel. 


T. S. Stevens, Sig. Engr., A. T. & S. F., Topeka, Kans., 
Chairman; L. R. Mann., Supr. Sigs., M. P., St. Louis, Mo., 
Vice-Chairman; E. T. Ambach, Asst. Sig. Engr., B. & O. 
S. W. & C. H. & D., Cincinnati, Ohio; Hadley Baldwin, 
Supr., C. C. C. & St. L., Mattoon, Ill.; J. Beaumont, Sig. 
Engr., C. G. W., Chicago, Ill; M. W. Bennett, Supr. Sigs., 
Grand Central Terminal, New York, N. Y.; E. A. Black, Sig. 
Supr., L. S. & M. S., Ashtabula, Ohio; C. Drake, Supr. Sigs., 
C. & N. W., Chicago, Ill.; J. A. Fleissner, Sig. Inspr., C. M. 
& St. P., Milwaukee, Wis.; M. J. Fox, Asst. Sig. Engr., C. B. 
& Q., Lincoln, Neb.; G. A. Guyer, Sig. Supvr., N. Y. C. & 


H. R., Albany, N. Y.; B. A. Hinman, Chf. Sig. Inspr., N. Y. 
C.& H. R., Albany, N. Y.; H. K. Lowry, Gen. Constr. Supt., 
C. R. I. & P., Chicago, Ill.; G. S. Pflasterer, Sig. Engr., N. C. 
& St. L., Nashville, Tenn. 


Outline of Work. 


(a) Investigate the relative advantages or disadvantages, 
and relative cost (installation, maintenance and operation) 
of the various kinds of manual block systems (manual, con- 
trolled manual and staff); (b) Continue preparation of rules 
for the maintenance and operation of interlocking plants and 
block signals; and (c) Continue investigations of methods 
of handling trains by signal indications without train orders. 


COMMITTEE NO. VI—STANDARD DESIGNS. 
Personnel. 

J. C. Mock, Sig. Engr., M. C., Detroit, Mich., Chairman; 
C. C. Anthony, Asst. Sig. Engr., P. R. R., Philadelphia, Pa.; 
Vice-Chairman; G. E. Ellis, Sig. Engr., K. C. T., Kansas 
City, Mo.; W. A. Hanert, Chf. Draftsman, M. C., Detroit, 
Mich.; C. J. Kelloway, Sig. Engr. A. C. L., Wilmington, 
N. C.; F. P. Patenall, Sig. Engr., B. & O., Baltimore, Md.; 
M. E. Smith, Sig. Engr., D. L. & W., Hoboken, N. J.; R. E. 
Trout, Sig. Engr., Frisco System, Springfield, Mo.; J. C. 
Young, Sig. Engr., U. P., Omaha, Neb. 


Outline of Work. 
(2) Continue preparation of standard designs. 
COMMITTEE NO. VII—SUBJECTS AND DEFINITIONS. 


Personnel. 


E. G. Stradling, Sig. Engr. C. I. & L., Lafayette, Ind., 
Chairman; A. D. Cloud, Editor The Signal Engineer, Chi- 
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cago, Ill.; Paul M. Gault, Sig. Supr., P. R. R.—Penn. Lines, 
Chicago, Ill.; C. G. Stecher, Supr. Sigs. C. & N. W., Chi- 
cago, Ill. 

Outline of Work. 


(a) Prepare definitions for technical terms connected with 
signaling, particularly any terms which discussions show are 
not properly defined; and (b) Compile definitions in the form 
of a Signal Dictionary, giving terms and definitions only— 
without descriptive matter. 


COMMITTEE NO. VIII——-ELECTRIC RAILWAY AND ALTERNATING CURRENT 
SIGNALING. 


Personnel. 


H. S. Balliet, Sig. Engr. Elec. Div. and Engr. Mtc. of Way, 
Grand Central Terminal, New York, Chairman; J. E. Saun- 
ders, Asst. Sig. Engr., A. T. & S. F., Topeka, Kans., Vice- 
Chairman; W. P. Allen, Inspr. Sigs., P. R. R., Philadelphia, 
Pa.; J. A. Beoddy, Gen. Sig. Inspr., N. & W., Roanoke, Va.; 
L. R. Byram, Supr. Sigs. C. R. I. & P., Chicago, Ill.; J. D. 
Elder, Sig. Inspr., K. C. T. Ry., Kansas City, Kans.; W. F. 
Follett, Elec. Inspr. Sig. Dept, N. Y. N. H. & H., New 
Haven, Conn.; E. C. Grant, Supr. Sigs., U. P., Omaha, Neb.; 
C. H. Morrison, Sig. Engr., N. Y. N. H. & H., New Haven, 
Conn.; W. W. Morison, Asst. Sig. Engr., N. Y. C. & H. R,, 
New York, N. Y.; C. R. Peddle, Office Engineer, Sig. Dept., 
I, R. T., New York, N. Y.; John Roberts, Sig. Engr., N. Y. 
W. & B., New York, N. Y.; W. Y. Scott, Supr. Sigs., B. & M., 
Boston, Mass.; E. B. Smith, Supr. Sigs., Grand Central 
Terminal, New York City; W. N. Spangler, Supr. Sigs., 
P. R. R., Philadelphia, Pa.; F. S. Starratt, Sig. Supr., S. P., 
West Oakland, Cal.; F. E. Wass, Supr. Sigs. N. Y. C. & 
H. R., New York City. 


Outline of Work. 


(a) Continue investigation of the various systems in opera- 
tion; (b) Prepare specifications and requisites of apparatus 
and material for A. C. block signal system where A. C. pro- 
pulsion is used; (c) Continue preparation of specifications for 
those items referred to and printed as blanks in system em- 
ploying D. C. current for propulsion; (d) Prepare specifica- 
tions for those items referred to and printed as blanks in 
system employing steam for propulsion; and (e) Investigate 
the induction effects between the signal circuits and adjacent 
electric circuits, and formulate recommendations. 


COMMITTEE NO. IX—WIRES AND CABLES. 
Personnel. 


W. H. Elliott, Sig. Engr., N. Y. C. & H. R., Albany, N. Y., 
Chairman; E. L. Adams, Chf. Sig. Inspr., L. S. & M. S., Cleve- 
land, Ohio, Vice-Chairman; W. I. Bell, Supr. Sigs., P. R. R., 
Media, Pa.; W. L. Dryden, Sig. Supr., S. I. R. T., St. George, 
S.I., N. Y.; A. B. Himes, Sig. Inspr., B. & O., Baltimore, Md.; 
D. W. Richards, Jr., Sig. Engr., N. & W., Roanoke, Va.; J. V. 
Young, Supt. Sigs., B. & M., Boston, Mass. 


Outline of Work. 


(a) Continue investigation and tests of mineral matter rub- 
ber compound insulated signal wire; (b) Prepare specifica- 
tions for the various kinds of magnet wire; and (c) Continue 
preparation of specifications for wire and cable for high ten- 
sion circuits, conferring as to conditions and requirements 
with Committee VIII. 


COMMITTEE NO. X—STORAGE BATTERIES AND CHARGING EQUIPMENT. 
Personnel. 


R. B. Ellsworth, Asst. Sig. Engr., N. Y. C. & H. R., Albany, 
N. Y., Chairman; H. W. Lewis, Sig. Engr., L.V., So. Beth- 
lehem, Pa., Vice-Chairman; J. G.- Bartell, Sig. Supr., L. V., 
Easton, Pa.; G. E. Beck, Supr. Sigs., L. S. & M. S., Toledo, 
Ohio; T. N. Charles, Supr. Sigs, C. N. O. & T. P., Oakdale, 
Tenn.; J. Fred Jacobs, Gen. For. Maint., C. R. R. of N. J., 
Easton, Pa.; T. L. Johnson, Supr. Sigs., D. L. & W., Bath, 
N. Y4 A. H. McKeen, Sig. Engr., O. W. R. R. & N. Co., 
Portland, Ore.; J. Parker, Sig. Supr, N. Y. C. & H. R,, 
Rochester, N. Y.; F. A. Purdy, Asst. Supr. Sigs., O. S. L., 
Nampa, Idaho; A. H. Yocum, Sig. Engr., P. & R., Philadel- 
phia, Pa. © 
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Outline of Work. 

(a) Prepare specifications for apparatus and materials used 
in storage battery work; (b) Report on comparative economy 
of various methods for charging storage batteries; and (c) 
Prepare necessary descriptive matter covering use of storage 
battery in signaling. 


SPECIAL COMMITTEE—STATE OF SIGNALING IN THE NORTH-WEST. 


Personnel. 

E. W. Newcomb, Sig. Engr., O. S. L., Ogden, Utah, Chair- 
man; A. H. McKeen, Sig. Eng. O. W. R. R. & N. Co,, 
Portland, Ore., Vice-Chairman; A. H. Barnes, Supr., Sigs., 
N. P., Tacoma, Wash.; R. C. Carlton, Supr. Sigs., O. W. R. R. 
& N. Co., Portland, Ore.; Jas. S. Orr, Supr. Sigs., O. S. L., 
Pocatello, Ida.; G. T. Petticrew, Supr. Sigs., G. N., Seattle, 
Wash.; L. W. Smith, Sig. Engr., C., M. & St. P., Tacoma, 
Wash.; G. F. Williams, Chf. Draftsman, O. S. L., Ogden, 
Utah.; J. R. Wills, Supr. Sigs., O. S. L., Ogden, Utah. 

Outline of Work. 
(a) Analyze all present specifications with reference to the 


particular conditions and requirements of the railroads repre- 
sented by the members of the committees. 


SPECIAL COM MITTEE—CONTRACTS. 


Personnel. 

I.. S. Rose, Sig. Ener. C. C. C. & St: L., Gancinnati, ©., 
Chairman; C. A. Christofferson, Sig. Engr., N. P., St. Paul, 
Minn., Vice-Chairman; N. E. Baker, Sig. Engr., I. C., Chicago, 
Ill.; Geo. Boyce, Supt. Tel. & Sigs., C. St. P. M. & O., St. Paul, 
Minn.; R. L. Davis, Office Engr., Sig. Dept., M. C., Third St. 
Sta., Detroit, Mich.; C. A. Dunham, Sig. Engr., Grand Trunk, 
Montreal, Que.; R. L. Huntley, Asst. Gen. Mgr., U. P., Omaha, 
Nebr.; J. B. Latimer, Sig. Engr., C. B. & Q., Chicago, Ill.; C. D. 
Purdon, Chf. Engr., St. L. S. W., St. Louis, Mo.; E. B. Pry, 
Sig. Inspr., P. L. W., Pittsburgh, Pa.; J. C. Young, Sig. Engr., 
U. P., Omaha, Nebr.; H. E. Brashares, Asst. Sig. Engr., G. N., 
St. Paul, Minn. 

Outline of Work. 


(a) Continue preparation of forms of contracts for joint in- 
terlocking plants; (b) prepare form of contract for installation 
of block signals or interlocking plants; (c) investigate the 
method of accounting between railways as to arbitrary charges, 
percentages to be added to material and labor, etc., in connection 
with joint signal facilities, and submit recommendations as to 
uniform agreement; and (d) prepare form of contract as be- 
tween railway company and company furnishing the power, to 
cover energy supplied for signal installations. 


SPECIAL COMMITTEE—SIGNAL PERFORMANCE. 
Personnel. 

W. N. Manuel, Sig. Supr., G. R. & I., Grand Rapids, Mich., 
Chairman; J. W. Hackett, Sig. Supr., N. Y. C. & H. R., Buffalo, 
N. Y., Vice-Chairman; C. A. Cotton, Div. Sig. For., A. T. & S. 
F., Chillicothe, Ill.; B. F. Dickenson, Supr. Sigs., N. J. & S., 
Camden, N. J.; S. B. Kellar, Supr. Sigs., B. & O., Wilmington, 
Del.; G. J. Patton, Supr. Sigs., D. L. & W., Newark, N. J.; 
J. B. Weigel, Sig. Supr., St. L. & S. F., Springfield, Mo.; L. L. 
Whitcomb, Supr. Sigs., L. S. & M. S., Elyria, O. 


Outline of Work. 
Investigate and report on the basis now used on various rail- 
ways in recording interruptions to traffic by signals, and in com- 
puting efficiency of signal performance. 


SPECIAL COMMITTEE—SIGNALING REQUIREMENTS OF ELECTRIC RAIL- 
WAYS. 
Personnel. 

J. M. Waldron, Sig. Engr., I. R. T., New York City, Chair- 
man; C. H. Morrison, Sig. Engr., N. Y., N. H. & H., New Haven, 
Conn.; John Leisenring, Sig. Engr., I. T. System, Springfield, 
Til. 

SPECIAL COM MITTEE. 
To co-operate with the Engineering Sub-Committee of the Special 
Committee on Relation of Railway Operation 
to Legislation. 


Personnel. 
C. E. Denney, Sig. Engr., L. S. & M. S., Cleveland, O., Chair- 
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man; W. J. Eck, Elec. Engr., Southern Ry., Washington, D. C.; 
J. A. Peabody, Sig. Engr., C. & N. W., Chicago, Ill.; A. G. 
Shaver, Sig. Engr., C. R. I. & P., Chicago, III. ; 


SPECIAL COMMITTEE—EDITING AND MANUAL, 
Personnel. 

W. J. Eck, Elec. Engr., Southern Ry., Washington, D. C.; 
H. S. Balliet, Sig. Engr., Elec. Div. and Engr. Mte. of Way, 
Grand Central Terminal, New York; C. C. Rosenberg, Sec’y., 
R. S. A., Bethlehem, Pa. 


COMMITTEES OF THE BOARD OF DIRECTION. 


Committee Work and Personnel. 
F. P. Patenall, Chairman; T. S. Stevens; C. E. Denney; C. C. 
Anthony; and C. A. Dunham. 


Places for Convention. 
C. E. Denney, Chairman; W. H. Higgins; M. E. Smith; 
H. W. Lewis; J. C. Young; and E. E. Hudson. 


Convention Arrangements. 

T. S. Stevens, Chairman; G. S. Pflasterer, Vice-Chairman; 
C. C. Rosenberg; R. E. Trout; A. D. Cloud; and co-operating 
committee of the Signal Appliance Association: L. Thomas; 
B. L. Winchell, Jr.; and W. P. Hawley. 


SPECIAL COMMITTEE ON SIGNALING REQUIREMENTS OF _ ELECTRIC 


RAILWAYS. 


Outline of Work. 


(a) Bring to the attention of chairmen of other committees 
as necessary the peculiar requirements and conditions of elec- 
tric railways. (b) Recommend such changes in the Standards 
and Recommended Practice and such amendments of the con- 
clusions of other committees as may be deemed necessary for 
electric railways. Chairmen of other committees to consult 
freely with the Special Committee. 





Fortnightly Report of Cars to the Government. 


The Interstate Commerce Commission, pursuant to its pur- 
pose to investigate unreasonable diversion or improper use 
of freight cars, has sent an order to the principal railroads, 
calling for semi-monthly reports of the location of freight cars. 
The order calls for a statement of the situation on December 
1, the report to be in Washington by December 10. 





Car Ferries for the Wabash. 


By an order of the United States Circuit Court of Appeals 
at St. Paul, the receivers of the Wabash. Railroad are authorized 
to expend $200,000 in the purchase of three large ferryboats from 
the Michigan Central, to be used in carrying cars across the De- 
troit river, and $50,000 for repairing these boats. The receivers 
were also authorized to spend $75,000 in the purchase of the 
capital stock of the Detroit & Western, and to accept certain 
ordinances in Kansas City, Mo., to facilitate the construction of 
a new freight house there. 


American Society of Mechanical Engineers. 


The annual meeting of the American Society of Mechanical 
Engineers will be held December 4-6. The railroad session 
will be held on Thursday morning, December 5. Two papers 
will be discussed at this session, one on Some Factors in the 
Selection of Locomotives with Relation to the Economics of 
Railway Operation, by O. S. Beyer, Jr., of the Rock Island 
Lines and one on Train Lighting, by D. F. Wood, of the 
Pennsylvania Railroad, and H. A. Currie, of the New York 
Central & Hudson River. Mr. Beyer’s paper is divided into 
five sections as follows: Service, typography, train speeds 
and train resistance; size and types of locomotives for pas- 
senger, freight and switching service, permanent plant and its re- 
lation to motive power selection, including track, yard and 
passenger sidings, locomotive terminals, shop facilities and 
clearances; relation of operating expenses to the selection 
of motive power, including transportation expenses, mainte- 
nance of equipment, maintenance of way and structures and 
overhead charges; and final determination of the most 
economical locomotive to adopt. There will be a discussion 
of different phases of this paper, including the consideration 
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of the possibilities of different types of locomotives and of 
methods of improving their operating efficiency. The paper 
on Train Lighting is divided into seven sections as follows: 
Brief historial sketch of car lighting, describing the periods 
of candle lighting, oil lighting, the various types of gas light- 
ing, and finally the period of electric lighting; the electric 
period from the first straight storage systems to date is dis- 
cussed in detail and the storage battery, head end system and 
axle generating system are all presented with the reasons 
leading up to their adoption and the good and bad points of 
each; under the axle generating system the requirements 
tor successful operation are discussed at length. Various 
types of suspension are described, also the regulators of 
different systems; the question of voltages is discussed and 
in this connection lamps and fixtures with deflectors, etc., are 
covered; standardization of voltages and batteries; tabulation 
showing the number of electrically lighted cars, types of 
batteries, voltages, number of cells, etc.; and a train lighting 
biography arranged in chronological order is appended to 
this paper. There will also be a discussion on this paper. 


Western Railway Club. 


At the monthly meeting of the Western Railway Club, held 
at the Auditorium Hotel, Chicago, on November 19, H. McL. 
Harding, of the Westinghouse Electric & Manufacturing Com- 
pany, presented an illustrated paper on The Telpherage Sys- 
tem as Applied to Shops and Terminals. 





MEETINGS AND CONVENTIONS. 


The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 


Air Brake Assocration.—F. M. Nellis, 53 State St., Boston, Mass. Con- 
vention, May 6-9, St. Louis, Mo. 

AMERICAN ASSOCIATION OF DeMuRRAGE OrFicers.—A. G. Thomason, Bos- 
ton, Mass. 

AMERICAN ASSOCIATION OF GENERAL PASSENGER AND TICKET AGENTS.—W. C, 
Hope, New York. 

AMERICAN ASSOCIATION OF FREIGHT AGENTS.—R. O. Wells, East St. Louis, 

Annual meeting, June 17-20, Buffalo, N. Y. 

AMERICAN ASSOCIATION OF RAILROAD SUPERINTENDENTS.—E. H. Harman, 
St. Louis, Mo.; 3d Friday of March and September. 

AmeriIcAN Exectric Rarttway AssociaTion.—H. C. Donecker, 29 W. 39th 
St., New York. 

AMERICAN ELectricaL RarLway Manuracrurers’ Assoc.—George Keegan, 
165 Broadway, New York. Meetings with Am. Elec. Ry. Assoc. 
AMERICAN Rattway AssociaTion.—W. F. Allen, 75 Church St., New York. 

Next meeting, May 21, New York. 

AMERICAN RaiLway BripGE AND BuiLp1nG AssociaTion.—C. A. Lichty, C. & 
N. W., Chicago. Convention, October 21-23, 1913, Montreal. 
AMERICAN RatLway ENGINEERING AssociATIon.—E. H. Fritch, 900 S. 

Michigan Ave., Chicago. Convention, March 18-20, 1913, Chicago. 

AMERICAN RatLway Master Mecnanics’ AssociaTion.—J. W. Taylor, Old 
Colony building, Chicago. Convention, June 11-13, Atlantic City, N. J. 

AMERICAN RatLway Toot ForeMen’s Association.—M. H. Bray, N. Y. 

N. H. & H., New Haven, Conn. 

AMERICAN SOCIETY FOR TESTING MaTErRIALS.—Prof. E., Marburg, University 
of Pennsylvania, Philadelphia, Pa.; annual, June, 1913. 

American Society oF Civit EnGinreers.—C. W. Hunt, 220 W. 57th St., 
New York; Ist and 3d Wed., except June and August, New York. 

AMERICAN Society OF ENGINEERING Contractors.—J. R. Wemlinger, 13 
Park Row, New York; 2d Tuesday of each month, New York. 

AMERICAN Society OF MECHANICAL ENGINEERS.—Calvin W. Rice, 29 W. 
39th St., New York. 

AMERICAN Woop Preservers’ AssoctaTion.—F, J. Angier, B. &.O., Balti- 
more, Md. Convention, 3d week in January, 1913, Chicago. 

AssociaTION OF AMERICAN Raitway Accountinc OrFicers.—C. G. Phil- 
lips, 143 Dearborn St., Chicago. Annual meeting, May 28, Atlantic 

ity, J. 

Association OF Rartway Ciarm Acents.—J. R. McSherry, C. & E. I., Chi- 
cago. 

AssoctaTIon OF Rartway ELectricaAL EncGineers.—Jos. A. Andreucetti, C. & 
N . Ry., Chicago. Semi-annual meeting, June, 1913, Atlantic 
City, NN: 3; 

Associ1ATION oF RAILWAY TELEGRAPH SUPERINTENDENTS.—P. W. Drew, 112 
West Adams St., Chicago; annual, May 20, 1913, St. Louis, Mo. 

ASSOCIATION OF TRANSPORTATION AND Car AccountinG Orricers.—G, P. 
Conard, 75 Church St., New York. Meeting Dec. 10-11, 1912, New 
Orleans, La. 

BrivceE aANp BuritpING SUPPLY Men’s_ AssociaTion.—H. A. Neally, Joseph 
Dixon Crucible Co., Jersey City, N. J. Meeting with American 
Railway Bridge and Building Association. 

Canapian Rartway Cius.—James Powell, Grand Trunk Ry., Montreal, 
Que.; 2d Tuesday in month, except June, July and Aug., Montreal. 

Canavtan Society oF Crvit ENGINEERS.—Clement H. Mcleod, 413 Dor- 
chester St., Montreal, Que.; Thursdays, Montreal . 

Car Foremen’s AssociaTION oF Ciicaco.—Aaron Kline, 841 North 50th 
Court, Chicago; 2d Monday in month, Chicago. 
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Centrat Raitway Crius.—H. D. Vought, 95 Liberty St., New York; 2d 
Thurs. in Jan. and 2d Fri. in March, May, Sept., Nov., Buffalo, N. Y. 

Civit Encrneers’ Society or St. Paut.—L. S. Pomeroy, Old State Capitol 
building, St. Paul, Minn.; 2d Monday, except June, July, August and 
September, St. Paul. 

ENGINEERS’ Society oF PENNSYLVANIA.—E. R. Dasher, Box 704, Harrisburg, 
Pa.; lst Monday after 2d Saturday, Harrisburg, Pa. 

ENGINEERS’ Society oF WESTERN PENNSYLVANIA.—E, K. Hiles, 803 Fulton 
building, Pittsburgh; 1st and 3d Tuesday, Pittsburgh, Pa. 

Freight Ciarm AssociaTion.—Warren P. Taylor, Richmond, Va. 
convention, June 18, Bluff Point, N. Y. 

GENERAL SUPERINTENDENTS’ Assoc1ATION oF Cuicaco.—E. S. Koller, 226 
W. Adams St., Chicago; Wed. preceding 3d Thurs., Chicago. 
INTERNATIONAL Raitway Concress.—Executive Committee, 11, rue de Lou- 

vain, Brussels, Belgium. Convention, 1915, Berlin. 
INTERNATIONAL Rattway Furr Association.—C. G. Hall, 922 McCormick 
building, Chicago. Annual meeting, May, 1913, Chicago. 
INTERNATIONAL RaiLway GENERAL ForeMENn’s AssociaTIon.—L. H. Bryan, 
Brown Marx building, Birmingham, Ala. 

INTERNATIONAL Rarrroap Master Bracksmitus’ Association.—A. L. Wood- 
worth, Lima, Ohio. Annual meeting, August 18, Richmond, Va. 
MAINTENANCE oF Way Master PaINTeERS’ ASSOCIATION OF THE UNITED 

States AND Canapa.—W. G. Wilson, Lehigh Valley, Easton, Pa. 
MASTER Borter Makers’ Association.—Harry D. Vought, 95 Liberty St., 
New York. Convention, May 26-29, 1913, Chicago. 
Master Car Burtpers’ Assocration.—J. W. Taylor, Old Colony building, 
Chicago. Convention, June 16-18, Atlantic City, N. J. 
Master Car ANd LocoMotTive Painters’ Assoc. oF U. S. anp Canapa.— 
A. P. Dane, B. & M., Reading, Mass. Annual meeting, September 
9-12, Ottawa, Can. 
NationaL Raitway Appiiances Assoc.—Bruce V. Crandall, 537 So. Dear- 
born St., Chicago. Meetings with Am. Ry. Eng. Assoc. 
New Encianp RarLroap CLus.—G. H. Frazier, 10 Oliver St., Boston, Mass.; 
2d Tuesday in month, except June, July, Aug. and Sept., Boston. 
New York Rairroap CLius.—H. D. Vought, 95 Liberty St., New York; 3d 
Friday in month, except June, July and August, New York. 
NorTHERN RarLroap CLus.—C. L. Kennedy, C. M. & St. P., Duluth, Minn.; 
4th Saturday, Duluth. 
Pror1A ASSOCIATION OF RaiLroap OrFicers.—M. W. Rotchford, Union Sta- 
tion, Peoria, Ill.; 2d Tuesday. 
RarLroap CLus oF Kansas City.—C. Manlove, 1008 Walnut St., Kansas 
City, Mo.; 3d Friday in month, Kansas City. 
ee: pnnee AssociaTION.—Frank W. Noxon, 2 Rector St., New 
ork. 
Raitway Cius or PittrspurcH.—J. B. Anderson, Penna. R. R., Pittsburgh, 
Pa.; 4th Friday in month, except June, July and August, Pittsburgh. 
Rattway EL LectricaL Suppty MAaANuFacturerS’ Assoc.—J. Scribner, 1021 
Monadnock Block, Chicago. “Meetings with Assoc. Ry. Elec. Engrs. 
Rattway GARDENING AssociATIon.—J. S. Butterfield, Lee’s Summit, Mo. 
Next meeting, August 12-15, Nashville, Tenn. 
RaaLtway DEVELOPMENT AssociaTION.—-W. Nicholson, Kansas City Southern, 
Kansas City, Mo. Next meeting, Nov. 17, 1912, Cincinnati, Ohio. 
Raitway Signa AssocratTion.—C. C. Rosenberg, Bethlehem, Pa. Meetings, 
March 17, Chicago; June 10-11, New York; convention, October 14, 
Nashville, Tenn. 
RaItway STOREKEEPERS’ ASSOCIATION.—J. P. Murphy, Box C, Collinwood, 
hio, 
Rartway Suppty Manuracturers’ Assoc.—J. D. Conway, 2135 Oliver bldg., 
Pittsburgh, Pa. Meetings with M. M. and M. C. Assocs. 
Raitway TEL, AND TEL. AppLiANcE Assoc.—W. E. Harkness, 284 Pearl St., 
New York. Meetings with Assoc. of Ry. Teleg. Sups. 
RicumMonp Raitroap CLus.—F. O. Robinson, Richmond, Va.; 2d Monday, 
except June, July and August. 
RoaDMASTERS’ AND MAINTENANCE oF Way AssociaTion.—L. C. Ryan, C. & 
N. W., Sterling, Ill. Convention, September 8-12, 1913, Chicago. | 
St. Louis Rartway CLus.—B. W. Frauenthal, Union Station, St. Louis, 
Mo.; 2d Friday in month, except June, July and Aug., St. Louis. 
Stcnat Appliance AssociaTion.—F. W. Edmonds, 3868 Park Ave., New 
York. Meetings with annual convention Railway Signal Association. 
Society oF Rar~way FINaNnciaAL OrFicers.—C. Nyquist, La Salle St. Sta- 
tion, Chicago. . 
SouTHERN ASSOCIATION OF Car SERVICE OrFicers.—E. W. Sandwich, A, & 
. P. Ry., Montgomery, Ala. Next meeting, April 17, Atlanta, Ga. 
SouTtHERN & SouTHWESTERN Ramtway Cius.—A._J. Merrill, Grant bldg., 
Atlanta, Ga.; 3d Thurs., Jan., March, May, July, Sept., Nov., Atlanta. 
ToLEepO TRANSPORTATION CLUuB.—J. G. Macomber, Woolson Spice Co., To- 
ledo, Ohio; 1st Saturday, Toledo. . 
Track Suppty Association.—W. C. Kidd, Ramapo Iron Works, Hillburn, 
N. Y. Meeting with Roadmasters’ and Maintenance of Way Asso- 


Next 


ciation. 

TraFFic CLus oF CuHicaco.—Guy S. McCabe, La Salle Hotel, Chicago; 
meetings monthly, Chicago. 

TraFFic CLus oF New York.—C. A. Swope, 290 Broadway, New York; 
last Tuesday in month, except June, July and August, New York. 

TraFric CLusp oF PittssurGH.—D. L. Wells, Erie, Pittsburgh, Pa.; meet- 
ings monthly, Pittsburgh. , . oe 

TraFFic CLus oF St. Louis.—A. F. Versen, Mercantile Library building, 
St. Louis, Mo. Annual meeting in November. Noonday meetings 
October to May. ; 

TrAIN DESPATCHERS y or or America.—J. F. Mackie, 7042 Stewart 
Ave., Chicago. Annual meeting, June 17, Los Angeles, Cal. 

TRANSPORTATION CLUB -- Burrato.—J. M. Sells, Buffalo; first Saturday 
after first Wednesday. ‘ 

TRANSPORTATION CLUB OF gait R. Hurley, L. S. & M. S., Detroit, 
Mich.; meetings monthly. 

TRAVELING icasmenmar AssociaTIon.—W. O. Thompson, N. Y. C. & H. R., 
East Buffalo, N. Y. Annual meeting, August, 1913, Chicago. 

Utan Society oF ENcINEERS.—R. B. Ketchum, University of Utah, Salt 
Lake City, Utah; 3d Friday of each month, except July and August. 

WESTERN CANADA RaiLway CLus.—W. H. Rosevear, P. Box 1707, Win- 
nipeg, Man.; 2d Monday, except June, July and August, Winnipeg. 

Western Rattway Cius.—J. W. Taylor, Old Colony building, Chicago; 3d 
Tuesday of each month, except June, July and August. 

WESTERN SocIETY OF ENGINEERS.—J. H. Warder, 1735 Monadnock Block, 
Chicago; Ist Monday in month, except July and August, Chicago. 
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Traffic News, 


The Iron Mountain has established a new freight train 
schedule between New Orleans and St. Louis, by which trains 
will run through in either direction in 70 hours. 





A train called the Trade Extension Special, now traversing 
the railways to a number of southern cities, is occupied by 80 
merchants of Philadelphia who are visiting the south to pro- 
mote the interests of Philadelphia as a wholesale trade center. 


The Delaware & Hudson has announced an embargo on 
shipments of coal to Canada and has notified its Canadian con- 
nections that it must have back some of its cars that are now 
in Canada before it can. send any more coal to the Dominion. 


The Illinois Central has installed an exhibition of southern 
products in the main waiting room of its Park Row Station at 
Chicago, which will be maintained permanently as part of the 
railway’s campaign of education regarding the industrial and 
agricultural possibilities of the south. 


Four prominent railroads of Canada have asked from the 
Railway Commission authority to increase the rates of demur- 
rage on freight cars. . They desire to make the rate for the 
first day after the expiration of the free time $2; for the sec- 
ond day, $3, and for the third and each succeeding day, $4 a car. 


Tne Chicago, Peoria & New Orleans Transportation Company 
has been incorporated under the laws of Delaware, to operate a 
steamboat line between LaSalle, Ill., and New Orleans. The 
capital stock is $500,000, and the incorporators include Edward 
White of Peoria, C. G. Alexander of Chicago, and Joseph F. 
Bartley of Peoria. 


The weekly bulletin issued by the New York State Public 
Service Commission, Second district, announcing changes in 
freight rates on the roads of the state, has contained for the 
last two weeks a considerable number of embargoes announced 
by some of the principal roads ofthe state. Most of these em- 
. bargoes have to do with apples and potatoes. 


The Texas & Pacific and the International & Great Northern 
are preparing to run agricultural demonstration trains on their 
lines in Texas in the early part of January. These trains will 
be made up of seven cars each, and instruction will be given 
not only concerning cattle, hogs, soils and other outdoor mat- 
ters, but also on domestic science, this last to be in charge of 
a lecturer from the Denton Girls’ Industrial School. 


The New York State College of Forestry, at Syracuse Uni- 
versity, announces its readiness to co-operate with land owners 
in making plans for the best management of timber land 
and for the reforestation of waste lands. Under favorable cir- 
cumstances the college will give the services of its trained men 
without expense to the land owner. This college, which was 
established in July, 1911, now provides a five-year professional 
course, and a one-year and a two-year ranger course on its 
forest of 1,800 acres at Wanakena, N. Y.; and there is also 
held a summer camp of four weeks in the Adirondacks. 
Dean H. P. Baker will give additional information. 


The North Western Limited train of the Chicago & North 
Western between Chicago, St. Paul and Minneapolis is now made 
up wholly of new cars, consisting of a-parlor observation car, 
lounging car, dynamo baggage car, combination coach and smok- 
ing car, reclining chair car, dining car, two 16-section standard 
sleeping cars, and one 10-section drawing room-compartment 
car; and also a standard sleeping car between Milwaukee and 
Minneapolis. A special feature of the new train is the library- 
parlor-lounging car, luxuriously furnished in club style with 
large Turkish couches and substantial arm chairs. Other cars in 
the train also have new features, including roomy washrooms 
in the sleeping cars. 





INTERSTATE COMMERCE COMMISSION. 





The commission has further suspended from November 29, 
until March 29, items in supplements to Leland’s tariff, which 
advance rates for the transportation of cotton seed from points 
in Oklahoma to Kansas City, Mo., and other points. 


RAILWAY AGE GAZETTE. 


Vor. 53, No. 22. 


The commission has suspended until March 1 tariffs showing 
advanced rates on asphalt and asphaltum from points in Kansas 
to St. Louis and other places when destined to sections east of 
=a Illinois-Indiana state line, proposed by the western trunk 
ines. 


The commission has suspended from December 1, until 
March 31, certain schedules which advance rates for the trans- 
portation of flax tow, flax moss and flax fibre, in carloads, from 
St. Paul, Minn., Winona, Minn., and other points to Chicago, 
Peoria, IIl., St. Louis, Mo., Kansas City, Mo., and other points. 


On November 11, the commission voted that shipments 
destined from points in the United States to Porto Rico, the 
Canal Zone, or the Philippine Islands are coastwise and not 
export shipments. Upon presentation of further information 
and for the purpose of further consideration of the subject, 
that ruling has now been rescinded. 


The commission has’ suspended until March 25 certain 
schedules in supplements to the tariffs of the Chesapeake & 
Ohio and the Kanawha & Michigan, which would cancel the 
existing car-ferry routes for the transportation of coal from 
points in West Virginia and Kentucky to Milwaukee, Wis., 
Manitowoc and Kewaunee, in connection with the Pere Mar- 
quette. Similar routes would remain open in connection with 
the Grand Trunk: 





Reparation Awarded. 


Coffeyville Vitrified Brick & Tile Company v. St. Louis & 
San Francisco et al. Opinion by the commission: 

The rate of 37 cents per 100 lbs. for the transportation of 
brick from Cherryvale, Kan., to Dermott, Ark., was found to 
have been unreasonable to the extent that it exceeded 25 cents, 
oi c.c, wh) 


F. G. Alexander v. Southern Railway. Opinion by the com- 
mission: 

The complaint is that demurrage charges were improperly 
assessed at Chattanooga, Tenn., on two carload shipments of hay 
from Panama, Mo. The commission found that the charges 
were properly assessed in one instance, but that in the other, 
the defendant did not properly follow instructions, and crdered 
a refund of $6 on that car. (25 I. C. C., 32.) 





Complaint Dismissed. 


National Lumber Exporters’ Association et al. v. Kansas 
City Southern et al. Opinion by the commission: 

The complainants contend that the rates on lumber from points 
in Louisiana to New Orleans for export are unreasonable and 
discriminatory. The commission found that the evidence was 
not conclusive. (25 I. C. C., 78.) 


Virginia Manufacturing Company v. Atlantic Coast Line et 
al. Opinion by the commission: 

The complainant contends that the rates on small berry and 
fruit baskets from Suffolk, Va., to points in New England, New 
York, New Jersey and Pennsylvania are unreasonable. The com- 
mission found that the evidence was not conclusive. (25 


I. C. C., 68.) 


Charles Ream v. Southern Pacific et al. 
commission: 

A tariff providing for the inclusion of a limited number of 
head of live stock with a carload shipment of household goods, 
and providing for free transportation of a caretaker when such 
live stock consists of either horses, mules, or cattle, cannot be 
construed to provide for free transportation of a caretaker for 
chickens, because shipped with household goods, nor is the tariff 
in question unreasonable or unduly discriminatory by reason of 
failure to so provide. (25 I. C. C., 107.) 


Opinion by’ the 





Heater Car Charges Increased. 


In re investigation and suspension of advances in rates by 
carriers for the transportation of potatoes and other perish- 
able freight in heater cars between points in Trunk Line ter''- 
tory and Canada. 

Boston Potato Receivers’ Association v. Bangor & Arocs- 
took et al. Opinion by Chairman Prouty: 

As the same question was involved in these two cases, t'<y 
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were treated in the same report. The commission found that 
the proposed tariffs, under suspension, which advance the 
heater charges in connection with the transportation of perish- 
able fruits and vegetables from points in Maine to various 
points in New England, New York, New Jersey and Pennsyl- 
vyania, will be just and reasonable and should be allowed to 
take effect when they have been modified so as to prescribe a 
reconsignment charge not exceeding $4.00 per car in cases 
where heater cars loaded with potatoes are moving under heat, 
plus an additional charge not in excess of $1.00 per car per 
day for heater service, during the entire period that the car 
is held for reconsignment; and also to prescribe no higher 
charge for the reconsignment of lined cars than for the recon- 
signment of ordinary box cars not lined; and so as to pre- 
scribe a regulation to the effect that no charge shall be made 
for the use of a heater car unless ordered by the shipper, or 
unless the fires in such cars are lighted. The Boston Potato 
Receivers’ Association will be awarded reparation on certain 
shipments where box cars were ordered, but where heater cars 
were furnished and charges were collected for heater cars. 


31¢c. Cc, 





STATE COMMISSIONS. 


The Michigan railroad commission held a hearing at Detroit 
on November 14, on a proposal of the railways to impose a 
graduated team track storage charge. A large number of ship- 
pers appeared and objected to the plan, some of them insisting 
on a reciprocal demurrage charge instead. An adjourned hear- 
ing will be held, at which the railways will introduce additional 
testimony. 


The railway commissioners of Canada have given temporary 
approval to a general freight tariff, filed by the Canadian Pa- 
cific for its lines in Alberta and British Columbia. Final ap- 
proval is deferred until the conclusion of the commissioners’ in- 
quiry into the general question of freight rates in British Co- 
lumbia. The present approval stipulates that no rates shall 
be increased. 


The Railroad Commission of Wisconsin, in the case of the 
Ripon Veneer & Box Works v. Chicago & North Western, 
found that the defendant instead of charging lumber rates on 
shipments of logs from various points on its line to Ripon when 
a part of the manufactured product of those logs is shipped 
out over the defendant’s line, should charge instead the lower 
wood pulp rate as established in Jn Re Rates on Pulp Wood, 
1908, 2 W. R. C. R., 168. Reparation was awarded. 


The Railroad Commission of Wisconsin, in the case of the 
Wausau Paper Mills Company v. Chicago, Milwaukee & St. 
Paul, found that the present rate of 3 cents per 100 Ibs. on 
shipments of ground wood pulp from Rothschild to Brokaw is 
unreasonable to the extent that it exceeds 2 cents per 100 lbs. 
The commission decided that the latter rate would also do jus- 
tice as between the petitioner and the competing pulp and paper 
mills of the Wisconsin and Fox river valleys. Reparation was 
awarded. 


The Railroad Commission of Wisconsin found that the rate 
of 1.5 cents per 100 lbs. charged the Ahnapee Veneer & Seating 
Company by the Minneapolis, St. Paul & Sault Ste. Marie on 
carload shipments of logs from Edgewater, Wis., to Birchwood 
Was unreasonable to the extent that it exceeds 1.2 cents per 
100 Ibs. The latter rate had been in effect prior to the time 
when the shipments moved and the higher rate was only in effect 
through an error in the publication of the tariffs. Reparation 
Was awarded. 


The Railroad Commission of Wisconsin in the case of the 
John Hoffman & Sons Company v. Chicago, Milwaukee & St. 
Paul, Chicago & North Western, and the Green Bay & Western, 
found that the freight movement from Milwaukee to Black 
Creek, Shiocton and Seymour was unreasonably slow and that 
the complainant’s competitors in other cities were given quicker 
Service. The commission, therefore, ordered the defendants io 
So arrange their schedules that goods shipped by the complain- 
ani on less than carload lots over the routé in question shall 
Teecii their destination within 84 hours from the time they are 
de''vered to the carrier at Milwaukee. 


REVENUES AND EXPENSES OF EXPRESS COMPANIES AS REPORTED TO THE INTERSTATE COMMERCE COMMISSION. 
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NovEMBER 29, 1912. 


Railway Officers. 





Executive, Financial and Legal Officers. 


The titles of the vice-presidents of the Norfolk & Western 
have been changed as follows: Wm. G. MacDowell, first vice- 
president, is now vice-president in charge of finances and ac- 
counts, with office at Philadelphia, Pa.; N. D. Maher, second 
vice-president and general manager, is now vice-president in 
charge of operation, with office at Roanoke, Va., and T. S. 
Davant, third vice-president and traff.c manager, is now vice- 
president in charge of traffic, with office at Roanoke, Va., effect- 
ive December 1. 

Overating Officers. 


R. M. Kleinhans has been appointed car accountant of 
the Missouri, Kansas & Texas, with headquarters at Denison, 
Tex, 

John M. O’Day, whose appointment as superintendent of trans- 
portation of the Illinois Central, with headquarters at Chicago, 
has been announced in these columns, was born January 12, 1871, 
at Chicago. He was 
educated in the public 
schools of Chicago and 
began railway work in 
December, 1886, with the 
Chicago & Eastern II- 
linois as clerk in the 
offices of general super- 
intendent and superin- 
tendent of  transporta- 
tion. He was appointed 
car accountant of that 
road on February 10, 
1901, and was promoted 
to the position of super- 
intendent of transporta- 
tion on August 15, 1910. 
Mr. O’Day held this 
position until he re- 
signed on November 16 
to accept the position of 
superintendent of trans- 
portation of the Illinois 
Central at Chicago as 
noted above. 





J. M. O'Day. 


George W. Berry, whose appointment as general superin- 
tendent of the Illinois Central and Yazoo & Milississippi 
Valley, with headquarters at Memphis, Tenn., was announced 
in a recent issue, was 
born at Hornellsville, 
N. Y., February 25, 
1871, and was educated 
in the common schools. 
He began railway work 
in June, 1884, as tele- 
graph operator for the 
Erie. From 1888 to 
1895 he was train des- 
patcher of that road, 
aud was then for three 
years chief train des- 
patcher of the Rome, 
\Vatertown & Ogdens- 
burg division of the 
New York Central & 
Hudson River. Mf. 
Berry was subsequently 
until 1903 chief train 
despatcher, trainmas- 
ter and acting superin- 
tendent of the Queen & 
Crescent Route, and 
from 1903 to 1905, gen- 
eral manager of the Brunswick & Birmingham. 





G. W. Berry. 


He went to 


the Illinois Central in 1906 as chief train despatcher and a 
car later was made trainmaster. 


He was appointed terminal 
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superintendent at Chicago in 1910, which position he held 
until September, 1912, when he was made superintendent of 
transportation of that road and the Yazoo & Mississippi 
Valley, with headquarters at Chicago. He now becomes 
general superintendent at Memphis, Tenn., as noted above. 


W. H.-Johnson, assistant superintendent of the Winston- 
Salem Southbound, at Winston-Salem, N. C., has been ap- 
pointed superintendent, with office at Winston-Salem, effective 
December 1. 


R. P. Daiton, formerly superintendent of the Chesapeake 
& Ohio, has been appointed superintendent of the Chicago 
divison of the Pere Marquette, with headquarters at Grand 
Rapids, Mich., succeeding F. Hartenstien, resigned. 


Edward Horace DeGroot, who recently was appointed 
superintendent of transportation of the Chicago & Eastern 
Illinois, with headquarters at Chicago, was born March 22, 
1871, at Galesburg, -IIl., 
and was educated in 
the public schools. He 
began railway work 
May 13, 1886, as office 
boy in the’ general 
freight office of the 
Chicago, Burlington & 
Quincy, and _ shortly 
afterwards became a 
clerk in the general 
freight office of the 
Chicago & Eastern II- 
linois. He held various 
positions in train and 
yard service of that 
road from March, 1889, 
to November, 1898, and 
was then trainmaster 
at Chicago until Octo- 
ber, 1902, with the ex- 
ception of three months 
during the winter of 
1898-1899, when he was 
chief train despatcher 
at Danville, Ill. Mr. Berry was then superintendent of the 
St. Louis and St. Elmo divisions, with headquarters at St. 
Elmo, Ill, until November, 1904, when he became superin- 
tendent and track supervisor of the Indiana division at Brazil, 
Ind. He was transferred to St. Louis, Mo., as superintendent 
of the St. Louis division and St. Louis terminals in April, 
1908, from which position he was promoted to that of super- 
intendent of transportation on November 16, as noted above. 





E. H. De G oot. 


Traffic Officers. 


C. M. Teschemacher, local agent of the Chicago & Alton 
at Kansas City, Mo., has been appointed general agent, with 
office at Chicago. 


D. E. Gilbert, traveling freight agent of the Wabash, with 
headquarters at Pittsburgh, Pa., has been appointed com- 
mercial agent, with office at Cleveland, O. 


M. W. Levernier, chief clerk to the general agent of the 
Chicago & North Western at Denver, Colo., has been appointed 
traveling agent, with headquarters at Chicago. 


R. A. Brand, freight traffic manager of the Winston-Salem 
Southbound, at Wilmington, N. C., has been appointed traffic 
manager, with office at Wilmington, effective December 1. 

B. L. Birkholz has been appointed general agent of the El 
Paso & Southwestern System and the Morenci Southern Rail- 
way, with headquarters at New York, N. Y., effective 
December 1. 

W. H. Eaton, traveling freight agent of the Baltimore & Ohio, 
at Uniontown, Pa., has been promoted to commercial freight 
agent, with headquarters at Uniontown. Thomas E. Conlon, pri- 
vate secretary to general freight agent at Pittsburgh, succeeds 
Mr. Eaton as traveling freight agent, with office at Uniontown. 

G. C. Knickerbocker, traveling freight agent of the Wabash 
at Buffalo, N. Y., has been appointed division freight and pas- 
senger agent, with headquarters at Danville, III. succeeding 
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W. A. Sprott, deceased. R. A. Brown, contracting freight agent 
at Minneapolis, Minn., succeeds Mr. Knickerbocker at Buffalo, 
N. Y 


Wildred S. R. Cameron has been appointed traveling 
agent of the Chicago, St. Paul, Minneapolis & Omaha, with 
headquarters at Vancouver, B. C., in charge of freight and 
passenger traffic in British Columbia—west of Field, includ- 
ing the lines of the Canadian Pacific, Nakusp to Kaslo and 
Gerrard to Lardo—succeeding Hector M. McGinnis, promoted. 


Conrad E. Spens, general freight agent of the Chicago, 
Burlington & Quincy lines west of the Missouri river, with 
headquarters at Omaha, Neb., has been appointed assistant 
freight traffic manager of the Burlington System, with head- 
quarters at Chicago. H. H. Holcomb, assistant general 
freight agent of the Illinois and Iowa district of the lines 
east, succeeds Mr. Spens. 


Robert W. Boissevain, general European freight and pas- 
senger agent of the United Fruit Company at London, E. C., 
Eng., has been appointed general traffic manager, with head- 
quarters at New York City, succeeding W. A. Schumacher, 
who in future will devote his entire time to the duties of gen- 
- eral traffic manager of the Fruit Dispatch Company. George F. 
Wicken succeeds Mr. Boissevain as general European freight 
and passenger agent, with headquarters at London, Eng. 


G. S. Rains, whose appointment as general freight agent of the 
Seaboard Air Line, with headquarters at Norfolk, Va., has been 
announced in these columns, was born on February 16, 1879 at 
Gainesville, Fla., and was educated at the grammar schools. He 
entered railway service on December 1, 1893, as office boy in the 
general freight office of the Florida Central & Peninsular at Jack- 
sonville, Fla. When that company became part of the Seaboard 
Air Line in July, 1900, he was transferred to the general freight 
office of the Seaboard Line, at Portsmouth, Va., and was con- 
secutively chief rate clerk, assistant chief clerk and chief clerk of 
rate department. In July, 1909, he was appointed assistant gen- 
eral freight agent of the Seaboard Air Line at Norfolk, Va., 
which position he held at the time of his recent appointment as 
general freight agent of the same road, as above noted. 


Engineering and Rolling Stock Officers. 


A. L. Moler has been appointed master mechanic of the 
Charlotte Harbor & Northern, in charge of motive power and 
equipment, with office at Arcadia, Fla., succeeding H. D. Jack- 
son, sesigned on account of ill health. 


S. B. Fisher, chief engineer of the Missouri, Kansas & Texas, 
has been appointed chief engineer of construction, with head- 
quarters at St. Louis, Mo. A. M. Acheson, chief engineer, 
with office at Dallas, Tex., has been appointed chief engineer 
of operation, with headquarters at Dallas. 


W. J. McLean, who was appointed master mechanic of the 
Duluth, Rainy Lake & Winnipeg, a subsidiary of the Canadian 
Northern, in May, has been appointed master mechanic also 
of the Duluth, Winnipeg & Pacific, with headquarters at the 
West Duluth, Minn., shops. 


James Shea, division roadmaster of the St. Louis & San 
Francisco at Wichita, Kan., has been appointed division 
roadmaster of the St. Louis, San Francisco & Texas and the 
Ft. Worth & Rio Grande, with headquarters at Ft. Worth, 
Tex., to succeed D. C. King, who takes the place of Mr. Shea 
at Wichita. 





OBITUARY. 





George H. Robertson, city passenger agent of the Wabash, 
with headquarters at Chicago, died at his residence in Glen 
Ellyn, Ill., on November 22, aged 66 years. 


S. M. Shattuc, traveling passenger agent of the Baltimore 
& Ohio Southwestern, with headquarters at Denver, Col., 
died suddenly on November 17 at the age of 64 years. 


Joseph D. Clark, formerly superintendent of the Mobile & 
Ohio, died on November 16 at Greenville, S.C. He was born in 
1844 at Ann Arbor, Mich., and began railway work in 1861 as a 
freight brakeman on the Michigan Central. From May, 1892, to 
January, 1899, he was superintendent, purchasing agent and car 
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accountant of the Mobile & Birmingham, now a part of the South- 
ern Railway, and was later. general superintendent and purchasing 
agent of the same road. In May, 1899, he was appointed super- 
intendent of the Jackson division of the Mobile & Ohio, and in 
October, 1900, was made superintendent of the Mobile division of 
the same road at Meridian, Miss. 


H. W. Kapp, formerly general agent and superintendent of the 
Northern Central, died on November 22 at Atlantic City, N. 4 
He was born in 1844 at Marietta, Pa., and began railway work 
in 1862. Previous to 1866 he was laborer and brakeman on the 
Lackawanna & Bloomsburg, now a part of the Delaware, Lacka- 
wanna & Western. He then held various positions on the Phila- 
delphia & Erie, now a part of the Pennsylvania Railroad, until 
his appointment in 1870 as assistant trainmaster of the Pittsburgh 
division of the Pennsylvania. From 1874 to 1883 he was train- 
master of the Baltimore division of the Northern Central and 
then from 1875 to 1883 was trainmaster of the Baltimore & 
Potomac and the Alexandria & Fredericksburgh, both now part 
of the Philadelphia, Baltimore & Washington. He was appointed 
superintendent of the Baltimore division of the Northern Central 
in 1883, and on February 1, 1905, was made general agent and 
superintendent of the same road, and general agent of the Phil- 
adelphia, Baltimore & Washington, at Baltimore. He retired 
from active service about four years ago. 


Howard James, director of purchases of the Great Northern 
Railway and vice-president and general manager of the Great 
Northern Steamship Company and president of the Northern 
Steamship Company, and S. B. Plechner, purchasing agent 
of the Great Northern Railway, were killed on November 24, 
when the automobile in which they were diving upset near 
“North Oaks,” the country home of James J. Hill, located 
about eight miles north of St. Paul, Minn. Mr. James was born 
August 12, 1862, and began railway work in December, 1882, 
as clerk in the general freight department of the St. Paul, 
Minneapolis & Manitoba. From 1886 to 1888, he was sec- 
retary to the general manager of that road and was then for 
one year treasurer and purchasing agent of the Eastern Rail- 
way of Minnesota. In September, 1889, he became superin- 
tendent of the Northern division of the St. Paul, Minneapolis 
& Manitoba and the Great Northern at Barnesville, Minn., 
and from 1892 to September, 1895, superintendent of the 
Minneapolis Union. He was then made purchasing agent of 
the Northern Steamship Company, and in August, 1899, pur- 
chasing agent of the Great Northern Railway. Mr. James 
became director of purchases of the Great Northern Railway, 
vice-president and general manager of the Great Northern 
Steamship Company and president of the Northern Steamship 
Company, in September, 1905. Mr. Plechner also had been 
with the Great Northern Railway for a. number of years. 





RAILROAD CONSTRUCTION IN CuBA.—A recent presidential de- 
cree grants to the North Coast Railway a subsidy of $9,500 per 
mile of road to be built between Carbarien and Nuevitas, and 
also between Camaguay and Santa Cruz del Sur. 


PASSENGER CAR VENTILATION IN GERMANY.—The rule as to 
windows in passenger cars in Germany has been that they must 
not be opened on both sides of the car without the consent of 
all occupying the compartment. Now on city and suburban 
trains in Berlin neither window in the front compartment of 
each car may be opened without such unanimous consent. 


Motor Car SeRvICE IN BavaArtA.—In Bavaria the administra- 
tion which operates the railways maintains also an automobile 
service on 53 routes permanently, and on 8 more during the 
summer, carrying passengers and mail and parcels. The service 
has been profitable, the expenses per motor car mile being 15 
cents and the earnings nearly 20 cents, and the net for all the 
lines amounting to $88,000. 


BrazILiaN RaiLroap Construction.—The president of Brazil 
has signed a decree authorizing the minister of public works to 
open a credit of $500,000 for expenses connected with the con- 
struction of the branch line of the Central of Brazil Railway 
from Itacurussa to Angra, and another credit of $400,000 to 
cover the expenses of the construction of the Centro line of th: 
Central of Brazil Railway in the direction of Montes Claros. 
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Equipment and Supplies. 


LOCOMOTIVE BUILDING. 








TuHeE RUTLAND is in the market for 8 locomotives. 


Tue ATLANTA & St. ANpREWs has ordered 1 ten-wheel loco- 
motive from the Baldwin Locomotive Works. 


Tue Lovuistana & NortTHwEsT has ordered 1 ten-wheel loco- 
motive from the Baldwin Locomotive Works. 


Tue TALLULAH Fatts Rattway has ordered 1 consolidation 
locomotive from the Baldwin Locomotive Works. 


THe ASHLAND Coa. & Iron Raitway has ordé@red 1 six-coupled 
double ender locomotive from the Baldwin Locomotive Works. 


Butler BrorHers, St. Paul, Minn., have ordered 3 six-wheel 
switching locomotives from the Baldwin Locomotive Works. 





CAR BUILDING. 





THe Minneapolis & Sr. Louts is in the market for 3,000 box 
cars. 


THE Cuicaco, BurLincron & Quincy has ordered 1,500 
freight cars. 


Tue RuTLanp has ordered 5 passenger coaches from the Os- 
good Bradley Car Company. 


Tue Norrotk & WESTERN is taking bids on 1,000 hopper cars, 
500 box cars, and 500 stock cars. 


Tue Denver, NoRTHWESTERN & Paciric is in the market for 
1,000 box cars and 400 fifty-ton gondola cars. 


THe CHESAPEAKE & Ounio is in the market for 3,000 seventy- 
seven-ton hopper cars. 





IRON AND STEEL. 





THE PHILADELPHIA & ReEapING has ordered 10,000 tons of 
rails from the Maryland Steel Company. 


GENERAL CONDITIONS IN STEEL.—Shipments of the United 
States Steel Corporation for the current month are estimated 
as high as 1,100,000 tons, or about the same as reported in the 
preceding month. Shipments would have been larger had the 
corporation been able to secure sufficient cars. As it is, the 
November figure will be at the rate of 13,200,000 tons per year. 
The largest shipments in a full year reported by the United 
States Steel Corporation were in 1910, when 10,734,000 tons 
of finished steel were sold. There has been no falling off in 
steel buying. The demand so far this month has been con- 
siderably in excess of that reported in any corresponding period 
since the organization of the corporation. 





° SIGNALING. 





The Louisville, Henderson & St. Louis is to install a four- 
lever mechanical locking machine at its drawbridge over Green 
river. 

The Cincinnati, Hamilton & Dayton has informed the In- 
diana State Railroad Commission that it will proceed at once 
to install automatic block signals, as ordered by the commis- 
sion, between Glenwood and the Ohio state line. This work 
will be done within the next month; and the company also 
stated that the order issued by the commission, to be carried out 
next year, would be complied with. The Indiana commission 
announces that all of the interurban electric roads, with pos- 
sibly one exception, which were recently ordered to install 
biock signals by July, 1913, are making contracts for the neces- 
sary material. The orders issued by the commission applying 
to interurban roads cover an aggregate of 280 miles of line. 
‘The commission has ordered the Kokomo, Marion & Western 
Traction Company to install automatic block signals on five 
miles of its road from Kokomo westward, the work to be done 
by July next. 
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Supply Trade News. 


Charles H. Burt has been made general sales manager of the 
Robinson Coupler Company, Washington, D. C., with office in 
that city. 





The erecting plant of the American Car & Foundry Com- 
pany at Terre Haute, Ind., was destroyed by fire on Novem- 
ber 18. The loss is estimated at between $75,000 and $100,000. 


The Chicago Car Door Company has received an order from 
the New York, Ontario & Western for its car door equipment 
for 300 box and 50 stock cars, also several other smaller orders 
from different roads. 


Walter A. Johnson has been made manager of the Atlanta, 
Ga., office of the Independent Pneumatic Tool Company, Chi- 
cago, succeeding John J. Keefe, who died on November 20, 
from an attack of typhoid fever. 


The Alexander Milburn Company, Baltimore, Md., maker 
of various kinds of acetyiene apparatus, has moved its gen- 
eral offices from 505-7 West Lombard street to larger quar- 
ters at 1420-6 West Baltimore street. 


Charles L. Wright, chief of the Briquetting division of the 
Government Bureau of Mines, has gone to the Roberts & Schaefer 
Company, Chicago, to take charge of its coal briquetting depart- 
ment. This company has acquired an operating plant where it 
is prepared to make briquetting tests for prospective clients. 





Annual Report of the Pullman Company. 


The income account of the Pullman Company, as shown by 
the annual statement for the fiscal year ending July 31, 1912, is 
as follows: 


REVENUE 
PEOts CASINO OT CALE eo 6 06.0 Se wee Kosice eeinn $37,630,485.90 
From manufacturing, rentals, interest, etc..... 2,589,262.13 
————_———. $40,219,748.03 
EXPENSES, 
Operating expenses, repairs of cars, taxes and 
SAM gas es eas A 0 ER CHOKE wR Gee $22,608,177.66 
Proportion of net earnings paid other interests 
in Sleeping Car Associations controlled and 
operated by this COMPANY... << .ecccsesecees 324,013.93 
Depreciation on cars wrecked and destroyed or 
otherwise disposed of, and on cars trans: 
ferred from Standard to Tourist, etc........ 465,462.30 
Depreciation on cars in general.............. 4,393,635.86 
eserve for further depreciation on cars in 
EN Selecta lice ain cic ccm aled oa w «wx s aivigien wea 2,000,000.00 
WOH GOGIBTER occ id diieaenceweeeeeedeas 9,599,460.00 


———_—————-_ 39, 390,749.75 





Excess of Revenue over Expenses, applicable to Suiplus 


MINN aa ea o:ieras ARS 4A OMae a aise eek a clea Nea eM mew Cele: $828,998.28 


The item of $2,000,000 for further depreciation is in antici- 
pation of the heavy depreciation caused by the necessity for 
more expensive equipment. The total assets of the company 
amounted to $150,885,991, some of the principal items being: 
5,979 cars and equipments, $98,246,371; operating supplies, linen, 
etc., $4,597,772; securities, $9,214,167; cash, $11,893,523; and 
manufacturing department plants and investments, $20,136,408. 
The amount invested in other car associations controlled and 
operated by the company was $1,088,041, which brings the total 
number of cars owned and controlled up to 6,229. The total li- 
abilities were $148,001,610, leaving a net surplus of $2,884,381. 
The capital stock is $120,000,000. The accounts payable amounted 
to $7,248,417; reserves for depreciation, to $20,497,393; and other 
reserve and adjustment accounts, to $255,799. 

Following the annual meeting on November 13, President 
John S. Runnells gave out a statement showing that the total 
number of passengers carried during the year was 24,256,000, as 
compared with 23,182,000 in 1911, an increase of 4.6 per cent. 
The average number of men on the payrolls of the manufac- 
turing department was 7,645, and wages paid amounted to $6,- 
705,000. The average earnings per passenger for the year showed 
a decrease of 2.3 per cent., caused principally by the reduction 
of 20 per cent. in the rates for upper berths. 





TRADE PUBLICATIONS. 


Vises.—The Emmert Manufacturing Company, Waynesboro, 
Pa., has published a small illustrated folder on its vises, giving 
descriptions, dimensions and prices. 
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Unions.—The Jefferson Union Company, Lexington, Mass., 
has published’ two folders, one entitled Thomas Jefferson, and 
the other, Napoleon Bonaparte, in which it gives brief sketches 
of the lives of these men and points out the advantages of Jef- 
ferson unions. 


Motor Starters.—The General Electric Company, Schenec- 
tady, N. Y., has devoted bulletin No. A 4039 to its direct current 
motor starting and speed regulating rheostats and panels. This 
bulletin supersedes previous bulletins Nos. 4600, 4559, and 4532 
on this subject. 


Wetpinc Apparatus.—lIhe Northwestern Blau-Gas Co., St. 
Paul, Minn., has issued an illustrated pamphlet describing ‘the 
blau-gas system of welding, cutting and brazing. The apparatus 
used with this gas is described and illustrated, the description 
represented showing its use for various kinds of work. 


Fire ExtincuisHers.—The H. W. Johns-Manville Company, 
New York, has published a small folder entitled A Fire Depart- 
ment in Your Building, illustrating, describing and giving the 
prices of its liquid chemical fire extinguishers, its chemical fire 
engines, and its dry powder chemical fire extinguishers 


Pirpe.—The National Tube Company, Pittsburgh, Pa., has de- 
voted bulletin No. 11 to its National pipe. This bulletin dis- 
cusses the advantages of the Spellerizing process for the smaller 
sizes of pipe; 4 in. and under. The name “National” now ap- 
pears at regular intervals on every length of welded tubular 
product made by this company. 


IncLINED ExLevators.—The Otis Elevator Company, New 
York, has published an illustrated catalog of its inclined ele- 
vators for quick handling of heavy volumes of merchandise. 
This catalog includes descriptions, diagrams and illustrations 
of the various types of these elevators and gives some interest- 
ing facts about their operation at docks, freight houses, etc. 


AvuTOMATIC CYLINDER Cock.—The Watertown Specialty Com- 
pany, Watertown, N. Y., has published a small illustrated folder 
éntitled The Watertown Automatic Cylinder Cock. It is claimed 
that this device prevents water from accumulating in the cylin- 
der, even though the engineman fails to open the drain cock, and 
thereby guards against blow-outs, cracked and strained cylinder 


heads. 


Monorail System.—The Shaw Electric Crane Company, Mus- 
kegon, Mich., has published bulletin No. 73 entitled A New De- 
parture in Monorail Systems, a Track Switch Without « Mov- 
ing Part. The novel feature of this system is that the switch 
does not have to be set for the desired direction of travel. The 
trolleys run through the switch in all directions without stopping. 
The catalog is well illustrated and includes tables of speeds and 
horse powers and of track data. 


FurL EcoNoMIzERS AND VENTILATORS.—The Green Fuel Econ- 
omizer Company, Matteawan, N. Y., has published catalog No. 
145, entitled What We Make, describing and giving the dimen- 
sions and prices of its fuel economizers, both standard and spe- 
cial, mechanical draft outfits, heating, ventilating and drying out- 
fits, hot blast heaters, steel plate fans, motor and engine driven 
fans, cast iron volume blowers, low speed and standard speed 
planing mill exhausters, fan and blower wheels, ventilator wheels, 
propellor fans and vertical and horizontal engines. 


TurBINES.—The De Laval Steam Turbine Company, Trenton, 
N. J., has published a handsome 120 page illustrated catalog en- 
titled De Laval Steam Turbine, Multi Stage Type. This cat- 
alog is divided into five sections as follows: The Field of the 
Single Stage Turbine; Considerations Affecting Choice of Type 
of Turbine; Design and Construction of De Laval Multi Stage 
Turbine; the De Laval Double Helical Speed Reducticn Gear ; 
and Comparisons of De Laval Multi Stage Geared Turbines with 
Reciprocating Engines. A number of pages are devoted to a 
discussion of the best means of reconciling the high speed nat- 
ural to steam turbines with the low or modern speed of driven 
machinery. The catalog also contains a chart accompanied by a 
steam scale by means of which the energy available from the 
expansion of steam between given limits can be read off directly, 
as heat units, velocity of the steam in feet per second, duty in 
foot pounds per 1,000 Ibs. of steam, and pounds of steam con- 
sumed per horse power hour. 
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Akron, Canton & Youncstown.—Contracts have been given 
to M. S. Moriarty & Co., East Akron, O.; to the Lucius Engi- 
neering Company, Pittsburgh, Pa., and to the P. T. McComb 
Company, Akron, to build from Erie Junction, Ohio, to Maine 
street, Akron, two miles. Surveys are being made for an exten- 
sion from Mogadore to Youngstown, forty-two miles. 


Boston & Maine.—An officer of the Vermont Valley writes 
that a contract has been given to Holbrook, Cabot & Rollins, 
Brattleboro, Vt., to build from the present southern terminus at 
Bridge street, Brattleboro, to a connection with the Connecticut 
River extension from South Vernon to -Brattleboro, three- 
quarters of a mile. 


Baker River & SHUKsAN.—An officer writes that surveys 
have been made for an extension from Bradsberry, Wash., to 
Shuksan, 12 miles. 


CANADIAN Paciric.—An offcer writes that contracts have been 
given for work on the Esquimalt & Nanaimo from McBride 
Junction, B. C., to Courtenay, 45 miles, as follows: To Culliton 
Bros., McBride Junction; to Moore & Pettrich, Victoria, and to 
C. Hoard, Victoria. Surveys for an extension from Courtenay 
to Campbell River, 30 miles, have been made. 


CARTHAGE & CoPENHAGEN.—An officer writes that this com- 
pany has projected an extension from Copenhagen, N. Y., to 
Camden, 46 miles. 


CENTRAL Ramway or CANApA.—An officer writes that a con- 
tract has been given to C. J. Wills & Sons, Montreal, Que., to 
build from Montreal to Midland, 342 miles, and an additional 
contract has been given to H. Armstrong, Ste. Agathe, Que., to 
build from Ste. Agathe to St. Andrews, 47 miles. F. Stuart 
Williamson, chief engineer, Montreal. 


CHERRYVALE,* OKLAHOMA & TeExAs.—On the section from 
Caney, Kan., to Vinita, Okla., 62 miles, grading work is about 
half finished; all construction work has been suspended for the 
present. The Continental Construction Company, Caney, has 
the contract. B. J. Dalton, chief engineer, Lawrence, Kan. 


Cuicaco & NorTHERN INTERURBAN.—Incorporated in Illinois 
with $100,000 capital and headquarters at Chicago, to build 
through the townships of Niles, Maine, and Wheeling, in Cook 
county, to Chicago. The incorporators include W. A. Miller, 
O. J. Smith and E. L. Starbird, all of Chicago. 

Cuicaco & NortH WeEsSTERN.—An officer writes that work is 
now under way on the St. Louis, Peoria & North-Western from 
Peoria, Ill, to Girard, about 90.6 miles. Winston Brothers, 
Minneapolis, Minn., has the grading contract, and the Cleary 
White Construction Company, Chicago, has the contract for the 
concrete work. 


CLEVELAND, CINCINNATI, CHicaco & St. Louis.—See an item 
under Railway Financial News. 

CoLorapo & SouTHERN.—The report of this company for the 
year ended June 30, 1912, shows that $2,045,420 was spent for 
additions to the property, including the substitution of perma- 
nent bridges for wooden structures; building new lines from 
Southern Junction, Colo., to Walsenburg Junction, and from 
Wellington, Colo., to Cheyenne, Wyo.; betterments to line from 
Fort Collins, Colo., to Dixon; putting in additional spur and in- 
dustrial tracks, also additional yard tracks and sidings; buy- 
ing land at Denver, Colo., and at Cheyenne, Wyo., and various 
other additions and betterments. During the year the company 
built 12.40 miles of main line in Wyoming and 66.2 miles in 
Colorado, also 0.94 miles of yard tracks and sidings in Wyoming. 
and 16.29 miles in Colorado. 

CoLumBus, CHATTAHOOCHEE VALLEY & Gutr—An_ officer 
writes that this company has projected a line from Eufaula, 
Ala., northwest to Anniston, thence east to Carrollton, Ga., 200 
miles. Josiah Flournoy, chief engineer, Columbus, Ga. 

Denver, Laramie & NortHWESTERN.—An officer writes that 
surveys have been made, and the line adopted for an extension 
trom Greeley, Col., to Kent, Wyo., 164 miles. 

Denver & Rio GrANpE.—A contract has been given to the Utah 
Construction Company, Ogden, Utah, for grading the new 
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double-track detour line over Soldier Summit, where the rail- 
road crosses the Wasatch range in Utah. The value of the 
contract is $1,500,000. This change involves the building of 15 
miles of new line and reduces the grade from 4 to 2 per cent. 
Construction work will commence at once; the contract calls 
tor completion of the work by August 1, 1913. The work will 
be very heavy, and will include one tunnel 255 ft. long. There 
will be no bridges, but numerous concrete arches. The new 
line will be laid with 90-lb. rails. (November 22, p. 1013.) 


East St. Louis, Coctumsia & WatTerRLoo (Electric).—An officer 
writes that this company has finished work from East St. Louis, 
{ll., to Waterloo, on 22.5 miles, and on 0.1 mile of second track 
in East St. Louis. Baxter L. Brown, chief engineer, 610 Laclede 
building, St. Louis, Mo. 


Et Paso & SouTHWESTERN.—An officer writes that work is now 
under way by the MacArthur Company, Chicago, on an exten- 
sion from Louis Springs, Ariz., to Fort Huachuca, 14.3 miles. 


EsouimaLt & Nanaimo.—See Canadian Pacific. 


EvANSVILLE Raitway Company (Electric).—An officer writes 
that it has not yet been definitely decided to build from Hender- 
son, Ky., east to Owensboro. If the company decides to build 
the line the work will probably be carried out by the company’s 
men. W. A. Parson, general manager, Evansville, Ind. 


FELLSMERE RarLroAp.—Grading work is now under way on an 
extension from mile 2.49 west of Fellsmere, Fla., to mile 8.72, 
a distance of 6.23 miles; a further extension is projected for 
2.39 miles. 


GRAND TrRUNK.—An officer writes that this company is build- 


ing a line from Cass City, Mich., to Bad Axe, 18!4 mites. 


GuLr, Florina & ALABAMA.—Work is now under way by the 
Eastern Construction Company, Pensacola, Fla., on an extension 
from Local, Ala., to Mexia, 20 miles. The company plans to 
build a further extension in 1913 from Mexia to Pine Hill, 
60 miles. 


Hoosac TUNNEL & WILMINGTON.—An officer of this company, 
which operates a line from Wilmington, Vt., to Hoosac Tunnel, 
24 miles, writes that the company is changing the line from nar- 
row gage to standard, and expects the work to be completed be- 
fore December 31 of this year. 


IpAHO NorTHERN.—This road has been extended from Emmett, 
Idaho, north to Montour, 14 miles. 


ILLtNors CENTRAL.—An officer writes that a contract has been 
given to John Scott & Sons, St. Louis, Mo., to build a 7-mile ex- 
tension of the Bloomington Southern. 


Linerty Wuitre.—This road has been extended from Harvey- 
town, Miss., to Tylertown, five miles, 


Lone IsLAnp RaiLroap.—This company plans to lay 3.06 miles 
of fifth and sixth tracks from Woodside, N. Y., to Winfield 
Junction. 

MANATAWNEY RaiLroAp.—An officer writes that work is now 
under way from the Manatawney Iron Mines, Pa., to Dougiass- 
ville, 10 miles. Frank Highley, Pottstown, has the contract. 
A. E. Leahman is chief engineer, Philadelphia. 

Marietta & Laxe.—Surveys are now being made for a line 
from Old Washington, Ohio, to Freeport, with branches, in all 
about 30 miles. The company expects to begin construction 
work in April of next year. 

MeskiLL & Cotumpra River—An officer writes that work is 
now under way building from Meskill, Wash., to Gray River, 30 
miles. J. C. Dolphin, secretary, Meskill. 

ltnco VALLEY & MonoNnGAHELA River,—Pittsburgh & Lake 
Erie, 

MINNEAPOLIS, St. PauL & Sautt Ste. Marte.—The report of 
th's company for the year ended June 30, 1912, shows that dur- 
ing the year the extension from Frederick, Wis., to Duluth, was 
coinpleted. The line between Drake, N. D., and Fordville, 130 
miles, on which work was started in 1910, was to be ready for 
trailic about October 1. To provide for new terminals at Chi- 
cago, the Central Terminal Railway Company of Illinois was 
incorporated, and contracts have already been let for the con- 
struction of concrete freight houses on land bought on the west 
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side of the Chicago river, between Canal and Clinton streets, 
Chicago, and extending from Twelfth street to West Fifteenth 
place. Land has also been secured from Canal street to Hal- 
stead street for the purpose of connection with the Baltimore & 
Ohio Chicago Terminal Railroad, and land has also been se- 
cured at Fiftieth street for yards, etc. It is expected tliat the 
improvements will be completed and ready for use when re- 
quired. 


Montour Rattroap.—According to press reports the Pittsburgh 
Coal Company recently sold $4.000,000 of bonds, the proceeds of 
which are to be used for extending the Montour Railroad through 
a coal section from the present terminus at North Star, Pa., 
into Washington county, thence back into Allegheny county to a 
point south of Homestead where connection is to be madé with 
the Bessemer & Lake Erie. 


NASHVILLE-GALLATIN INTERURBAN.—This company has finished 
work on the line from Nashville, Tenn., to Gallatin, 23 miles. 


NEBRASKA, KANSAS & SouTHERN.—An officer of this company, 
which was organized to build from Garden City, Kan., north- 
east to Stockton, about 165 miles, writes that about 15 miles 
from Garden City has been completed, and that the prospects 
are favorable for building from the present end of track to 
Stockton, 150 miles, next year. B. L. Brown is chief engineer, 
610 Laclede building, St. Louis, Mo. 

Nezperce & Ipano.—An officer writes that surveys are being 
made for an extension from Vollmer, Idaho, to Lewiston, 55 
miles. 


Newark & Marion.—An officer of this company, which op- 
erates a line from Marion, N. Y., to Newark, nine miies, writes 
that surveys are being made for an extension from Marion to 
Williamson, 6.2 miles. 


NEW ORLEANS, 
Francisco. 


Texas & Mexico—See St. Louis & San 


NortH YAKIMA & VALLEY.—Work is now under way by the 
Valley Construction Company building an extension from Cow- 
chie Junction, Wash., to Triton, 12 miles. 


NoRTHERN PaciFic.—A contract has been given to Guthrie, 
McDougall & Company, it is said, for grade separation work in 
Spokane, Wash. It is understood that the contract is worth 
$1,600,000. An officer is quoted as saying that the work will 
be started at the earliest possible date and will be pushed to 
completion. (November 22, page 1014.) 


Ottawa RipEAu Lakes & Kincston (Electric).—This com- 
pany, which was recently organized, has entered into a contract 
with an English syndicate to construct and equip a line on which 
construction work is to be started in the spring of 1913. Sur- 
veys have been made from Ottawa, Ont., southwest to Kingston, 
102 miles; also for a branch from Lombady northwest to Lan- 
ark, 23 miles. U. L. Upson, general manager, 248 Albert street, 
Ottawa. 


Paciric & IpAHO NorTHERN.—An officer writes that an exten- 
sion has been projected from New Meadows, Idaho, to Riggins, 
35 miles. 


Pirtspurcuw & Lake Erte.—According 
are being made to build under the name of the Mingo Valley & 
Monongahela River, a bridge over the Monongahela river at 
Mingo Creek between Monongahela, Pa., and Clairton, and to 
construct a line along the creek back of the river north to 
Carnegie, where a connection is to be made with the Pittsburgh, 
Chartiers & Youghiogheny. A branch is to be built from a point 
a few miles from the Monongahela river along Mingo Creek 
west and south to a point on Ten-Mile Run, to Ten-Mile in 
Washington county. These two branches will develop new coal 
fields. 


to press reports plans 


St. Louis, ArKANSAS & Paciric.—An officer writes that con- 
struction work has just been started on the line from Harrison, 
Ark., southwest to Fallsville, in Newton county, with a branch 
from Jasper northeast to Pontiac, Mo., in all about 100 miles. 
J. H. Kuder, secretary, Harrison, Ark. 


St. Lovis Bett, Irtinois & EAsTerN TrAcTION.—Incorporated 
in Missouri, with a capital of $600,000, to build a line in Ilh- 
nois and about 30 miles in St. Louis county, Missouri. The 
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surveys have not yet been completed and rights of way are 
being secured. J. D. Houseman, general manager, St. Louis, Mo. 


St. Lovis & OKLAHOMA SouTHERN.—An officer writes that 
work is now under way from Bismarck, Mo., to Bunker, 50 
miles. The Hamilton-Ryan Construction Company, St. Louis, 
are the contractors. An extension is eventually to be built via 
Honeywell, towards Tyler, Tex. H. Rohwer, consulting engi- 
neer, St. Louis. 


St. Louis, Peorta & NortH-WeEsTERN.—See Chicago & North 
Western. 


St. Louis & San Francisco.—The report of this company 
for the year ended June 30, 1912, shows that the Brownwood 
North & South, extending from Brownwood, Tex., to May, 
17.65 miles, was completed and put in operation in November, 
1911. On the New Orleans, Texas & Mexico, the Erwinville 
branch extension, 12.88 miles provides facilities for extensive 
rice and sugar cane fields and sugar mills. This division will 
be greatly benefited by the recent construction of a new tribu- 
tary line, the San Benito & Rio Grande Valley, extending north 
and south of San Benito, Tex., 43.6 miles of which are now in 
operation, and 22 miles additional north and south of Mission, 
Tex., are under construction. The company has leased the Louis- 
iana Southern Railway operating about 45 miles of main line, 
and during the past year 20.09 miles of additional main tracks 
were built. During the year 16.14 miles of new industrial and 
side tracks were constructed, and the St. Louis & San Fran- 
cisco spent a large amount of money for betterment work in- 
cluding additional ballast. 


San Benito & Rio GraNpE VALLEY.—An officer writes that 
surveys are now being made on the following sections: Fernando, 
Tex., to Alton, 47 miles; La Paloma to Brownsville, 15 miles; 
Santa Maria to La Lometa, 29% miles; San Benito to Point 
Isabel, 24 miles, and from San Benito to Fernando, which is to 
be a loop line, 20 miles. A contract has been given to the 
Hidalgo Construction Company, San Benito, for the work. 


San Luis SouTHERN.—An officer writes that an extension has 
been projected from Jaroso, Col., to Questa, N. Mex., 20 miles. 


ScHOLTEN BroTHEeRS CEDAR ComMPANY’s Lines.—This company 
is building an extension from Bend, Tex., to-cedar forests. A. 
Scholten, Lometa, is president and E. Scholten is treasurer. 
(October 4, page 655.) 


SpoKANE & British CoLumBia.—An officer writes that surveys 
have been made to build from Republic, Wash., to Spokane, 140 
miles. 


TALLULAH Fatts.—An officer writes that on account of the 
Georgia Power Company erecting a dam at Tallulah Falls, Ga., 
which would overflow the present track, the company is carry- 
ing out grade revision work from Tallulah Falls, crossing the 
river at a height of about 110 ft. A modern steel bridge with 
reinforced concrete piers is being built at that piace. The grade 
revision extends over 5,951 ft., making the new route 1,000 ft. 
shorter than the old line. 


TEMISKAMING & NorTHERN OntTario.—An officer writes that 
surveys are being made for an extension from Iroquois Falls, 
Ont., to Abitibi river, 6.5 miles. 


TIDEWATER SOUTHERN (Electric) —This company has finished 
work on the line from Stockton, Cal., to Modesto, 31 miles, and 
is building an additional 17 miles from Modesto to Turlock. 


Totepo & InprANA (Electric)—An officer writes that this 
company has projected an extension from Bryan, Ohio, north to 
Montpelier, 10 miles. 


Toronto & YorK Raprat (Electric).—An officer writes that a 
contract hes been given to W. H. Thomson, Toronto, Ont., for 
building 0.87 miles of railway at the new terminal at North 
Toronto, and 0.66 miles of second track is being laid at Bond 
Lake, county of York. 

Trinity VALLEY & NortHern.—An officer of this company 
which operates a 12-mile line from Dayton, Tex., south, writes 
that surveys have been made for an extension to Lamb, seven 
miles. 


Watauca Rartway.—See Yadkin River. 
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WaterLoo, CepAR Farts & NortHerN (Electric).—This com- 
pany has finished work between Waterloo, Ia., and LaPorte City, 
18.41 miles, and has given a contract to R. A. Elzy, Marshall- 
town, Iowa, to build an extension, on which work is now under 
way from LaPorte City to Urbana, 18.6 miles. 


Waycross & WesTerRN.—Work is now under way building an 
extension from Arabia, Ga., to Sirmans, eight miles, and a 
further extension is projected from Sirmans to Ray’s Mill. 


Waite River.—A branch line is being built by the Bayonne 
Lumber & Manufacturing Company of Pittsfield, Vt. from 
Pittsfield, to Stockbridge, seven miles, and another branch is 
being built by the Eastern Talc Company, Rochester, Vt., from 
the Eastern Talc Company’s mines to lower Rochester, 4 miles. 


YapKIN River.—An officer of the Watauga Railway writes that 
surveys have been made from Wilkesboro, N. C., to Boone, 51.6 
miles, and from Elkville Junction to Lenoir, 17.7 miles. Work is 
now under way from Brownsford to Grandin, 16 miles, and from 
Elkville Junction to Darby, eight miles. The work is being done 
by the company’s forces. Some contracts may be let in a short 
time. 





RAILWAY STRUCTURES. 





Atpany, Ga.—An officer of the Central of Georgia writes that 
the contract given recently to A. M. Walkut, Richmond, Va., 
is for putting up a union passenger station one story high, 48 
ft. x 224 ft., at Albany, to cost $50,000. The new structure is 
to have brick walls, concrete foundations, reinforced concrete 
floors, and clay tile roof. (November 22, p. 1015.) 


BARNESVILLE, Ga.—An officer of the Central of Georgia writes 
that the contract given recently to A. M. Walkut, Richmond, 
Va., is for building a one-story passenger station at Barnesville, 
to be 14 ft. x 96 ft., and to cost $15,000. The new structure is 
to have brick walls, concrete floor and foundations and clay tile 
roof. The work has already been started. (September 22, p. 
1015.) 


Ciirton, Ariz.—The Arizona & New Mexico has prepared 
plans for a $30,000 passenger station. 


Fr. Wayne, Inp.—The Pittsburgh, Ft. Wayne & Chicago has 
awarded a contract to George B. Swift & Company, Chicago, 
for a new passenger station, which it is said will cost $200,000, 
exclusive of track elevation. 


TEMPLE, TEx.—The Missouri, Kansas & Texas has announced 
that work will be started on the erection of a modern passenger 
station shortly after the first of the year, to cost about $60,000. 


VALE, OreE.—The Oregon Eastern, which is controlled by the 
Oregon Short Line, now building west from Vale, Ore., will put 
up 20 new steel and concrete bridges. Two of the bridges are 
to have four spans of 80 ft. each, another is to have two spans of 
100 ft. each, and a fourth bridge three spans of 100 ft. each, the 
other bridges will all be about the same size as the fourth bridge. 
The bridges will be built over the Malheur.river in Malheur can- 
yon. All the structures are to be of the deck plate girder type, 
mounted on concrete piers. 





RaILroAD CONSTRUCTION IN Hayti.—Work on the Northern 
Railroad toward Saint Marc is progressing rapidly. It is ex- 
pected that the line from there to Port au Prince will be open 
for traffic by January 1, 1913. 


SuRVEYs FOR BrAzIt1an Raitways.—Final surveys of the sec- 
tion of the Tocatins Railway lying between Cameta and Alco- 
baca has been commenced at both ends of the line. Similar sur- 
veys are being made between Praia da Rainha and Sao Joas de 
Araguaya, the confluence of the rivers at Araguari and Tocatins. 


DayLicHtT Worxkinc Hours 1n Honpuras.—In Belize, Brit- 
ish Honduras, the English “daylight saving scheme” has been 
put in effect. To more economically adjust the ordinary work- 
ing hours of the people to the hours of daylight, during the 
season when days are short, all of the clocks in the city were 
set ahead 20 minutes; so the amount of daylight time which 
otherwise might be wasted in the morning in making one’s toiict 
can be availed of after business hours for outdoor games. 
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AtLantic Coast Line.—Stockholders on November 19 voted to 
approve the recommendation of the directors to authorize 
$6,000,000 additional stock. Stockholders are to be offered 
the right to subscribe at par to the extent of 10 per cent. of 
their holdings. The proceeds of the sale are to be used to 
pay for work previously authorized by the board of directors. 


BALTIMORE & Outo.—Stockholders have voted to approve the 
merger of the Pittsburgh & Connellsville, the Berlin Railroad, 
the Salisbury Railroad, the Mt. Pleasant & Broad Ford, the 
Ohio River & Baltimore Short Line, the Somerset & Cambria, 
the Glenwood Railroad, the Fayette County Railroad, the 
Ohio River Railroad, the Parkersburg Branch Railroad, the 
Ripley & Mill Creek, the Ravenswood, Spencer & Glenville 
and the Huntington & Big Sandy. 


Boston & Matne—The Maine Railroad Commission has ap- 
proved an increase of $10,663,700 additional common stock, 
and has reserved decision on the application to issue $7,500,000 
bonds. 


BowvEeN LitH1a Sprincs SHort Line.—We are requested to 
state that although the name of this company appears in cer- 
tain lists of operating roads, the company no longer exists, 
and the two miles of railroad that it once owned is no longer 
used as a common carrier. It is owned by the Bowden Lithia 
Springs Water Company, and is used for the sole purpose of 
carrying water from its springs to the line of the Southern 
Railway at Lithia Springs. 


Curcaco, Peorta & St. Louts.—The property of the old railway 
company has been sold at foreclosure to the reorganization com- 
mittee for $750,000. 


CLEVELAND, CINCINNATI, CuHicaco & St. Louis—At a special 
meeting of stockholders of this company, the following propo- 
sitions were authorized: An extension from Terre Haute, 
Ind., to the line between Indiana and Illinois, following the 
route of the Cairo, Vincennes & Chicago; purchase by the 
company of all railroad properties and franchises of the Cairo, 
Vincennes & Chicago; purchase of railroad and properties of 
the Cincinnati & Springfield Railway Company, the Columbus, 
Springfield & Cincinnati Railroad Company, the Findlay Belt 
Railway Company, the Harrison Branch Railroad Company 
and the Chicago, Indianapolis & St. Louis Short Line Railway 
Company; the execution of a mortgage or mortgages by the 
company covering the railroads and properties referred to 
above, such mortgage or mortgages to be given as further 
security for the company’s general mortgage bonds or for any 
bonds secured by mortgage or pledge of the capital stock of 
the companies that are mentioned above. 


CLEVELAND & PITTsBuRGH.—This company, which is a subsidiary 
of the Pennsylvania, has made application to the Ohio Public 
Service Commission for permission to issue $2,019,100 addi- 
tional stock to reimburse the Pennsylvania for improvements 
and extensions. 


CoLorApo MipLanp.—In view of the default by this company on 
one of its outstanding notes, a committee consisting of J. N. 
Wallace, chairman; James N. Jarvie, and Harry Bronner, of 
Hallgarten & Co., urges the holders of the first mortgage 4 
per cent. bonds of 1897 ($8,946,000 outstanding) to unite for 
mutual protection by depositing their bonds at once with the 
Central Trust Company, New York, as depositary. Landon 
K. Thorne is secretary to the committee. 


Des PLaines VALLEY.—This subsidiary of the Chicago & North 
Western has filed a mortgage securing $2,500,000 5 per cent. 
bonds. 

GRAND TRUNK Paciric.—This company has filed with the Na- 
tional Trust Company, Ltd., as trustee, a new first mortgage 
securing an assue of £238,600 ($1,193,000) first mortgage 4 per 
cent. bonds, dated July 31, 1912, and due February 15, 1942; 
guaranteed principal and interest by the province of Alberta. 
This is a separate issue on the Alberta Coal Branch, 58 miles, 
at $20,000 per mile. 

Uocxine Vattey.—H. E. Huntington has been elected a director 
and member of the executive committee, succeeding General 
Thomas H. Hubbard, resigned. 
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HuntTinGpon & Broav Tor.—More than a majority of the pre- 
ferred and conimon stock of this company has assented 
to the formation of a voting trust to bring about a sale 
of the property on a basis of not less than $25 per share 
for the common and $50 per share for the preferred stock. 


INTEROCEANIC RAILWAY oF Mexico.—The directors of this com- 
pany have declared the full 5 per cent. dividend for the 
year on the £1,400,000 ($7,000,000) first preference, non- 
cumulative 5 per cent. stock. This dividend has been 
paid semi-annually, but last May the payment was deferred, 
owing to the disturbed political condition, until the accounts 
for the year had been made up. On the £1,000,000 
($5,000,000) second preference, 4 per cent. stock, 2 per cent. 
was declared as compared with 4 per cent. in 1911 and 
1910, and 1 per cent. in 1909. 


INTERBOROUGH Rapip TRANsIT.—The Guaranty Trust Company, 
New York, as trustee, will receive sealed offers up to noon, 
January 7, for the sale to it at not exceeding 105 and in- 
terest for account of the sinking fund of series A, 45-year 
bonds due November 1, 1952, to exhaust the sum of 
$352,314. 


Missourr, Kansas & Texas.—The M. K. & T. of Texas is to 
apply to the 'e:.as legislature for permission to lease for 25 
years, which includes an option to purchase, the Texas Cen- 
tral, the Wichita Falls & Northwestern, the Wichita Falls & 
Southern, the Wichita Falls & Wellington, the Wichita Falls 
Railway, the Denison, Bonham & New Orleans, the Dallas, 
Cleburne & South West, and the Beaumont & Great 
Northern. 


New York CENTRAL Lines.—The New York Central & Hudson 
River, the Lake Shore & Michigan Southern, the Michigan 
Central, the Cleveland, Cincinnati, Chicago & St. Louis, the 
Pittsburgh & Lake Erie and the Toledo & Ohio Central have 
authorized a joint equipment trust for $24,000,000. 


New York, New Haven & Hartrorp.—J. P. Morgan & Co., the 
First National Bank and ‘the Commercial City Bank, all of 
New York, are offering $40,000,000 one-year 5 per cent. notes 
of December 2, 1912, at 9914. 


New York, PHILADELPHIA & Norro.tk.—Stockholders will vote 
on December 10 on the question of authorizing an increase 
in capital from $2,500,000 to $4,000,000. 


Ottawa TERMINAL RatLway.—Application has been made by 
this company, which is a subsidiary of the Grand Trunk, 
to the Dominion Parliament for permission to increase 


its bond issue from $3,000,000 to $6,000,000. 


St. Louis, Rocky Mountain & Paciric—A second dividend of 
1% per cent. has been declared on the $1,000,000 5 per cent. 
non-cumulative preferred stock, payable December 31. A 
dividend of 1% per cent. was paid on August 31. 


SEABOARD AiR LinE.—The following new directors have been 
elected: Charles H. Sabin, vice-president of the Guaranty 
Trust Company; Albert H. Wiggins, president of the Chase: 
National Bank; Benjamin Strong, Jr., vice-president of 
the Bankers’ Trust Company; Milton E. Ailes, Washing- 
ton, D. C.; Charles R. Capps, Norfolk, Va.; James ©: 
Colgate, New York; Wilson S. Kinnear, New York; Mills 
B. Lane, Savannah, Ga.; Robert F. Maddox, Atlanta, Ga.; 
Fergus Reid, Norfolk, Va.; J. P. Taliaferro, Jacksonville, 
Fla.; A. H. Woodward; Birmingham, Ala., and Samuel L. 
Fuller, New York. The following have retired from the 
board: Rieman Duval, H. C. Perkins, Washington, D. C.; 
H. Clay Pierce, New York; John D. Ramsay, Baltimore; 
H. K. Whigham, of London, Eng., and John Skelton 
Williams, Richmond, Va. The number of directors was 
increased from 20 to 26. 


Wisconsin, Minnesota & Paciric—The time for making de- 
posits of the first mortgage 4 per cent. bonds under the 
protective agreement expired on November 14, and the 
committee has announced that a substantial majority of 
the bonds has been deposited. 





ARGENTINE RatLroAD Construction.—The Pacific Railway 
Company, on September 1, opened to public traffic the first sec- 
tion of 62 miles of the railroad from Bahia Blanca to Patagones. 











[ ADVERTISEMENT. ] 
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ST. LOUIS & SAN FRANCISCO RAILROAD 


FISCAL YEAR ENDED JUNE 30, 1912. 
To the Stockholders: 

The Directors herewith submit their report of the operations and affairs 
of the St. Louis and San Francisco Railroad Company for the fiscal year 
ended June 30th, 1912. 

The results of operation for the fiscal year were as follows: 

Operating revenue (decrease $1,058,863.96 or 








Sy ae. & ee eee ee eae $42,100,363.73 
Operating expense (decrease $610,810.87 or 2.1 
et MO” cece ce isa cele pwek beeine Sockiee 28,709,589.13 
Net operating revenue (decrease $448,- 
PREP Bee WON sos chic cvekbewkestswekese eee $13,390,774.60 
Taxes (increase $145,755.61 or 8 per cent.).............. 1,957,582.76 


$11,433,191.84 
1,559,318.27 
$12,992,510.11 
12,815,111.34 


Miscellaneous income 





DUEI CCU CR Coe Cetus badicue ein voewd sock u skeen 
Interest, rentals and other fixed charges.................. 


Net income after providing for all charges, transferred to - 

COs ak HOE ORM UENEE S54 bb cek bap hasmedeoeehesebs.c $177,398.77 
_ The average mileage operated during the year was 5,241.39 miles, being an 
increase over preceding year of 53.46 miles or one per cent. This does 
not include the New Orleans, Texas and Mexico Railroad Lines, the mile- 
age and operating results of which are shown separately on the following 
page. 





The main track mileage at June 30, 1912, was.......... 5,254.98 miles 
The main track mileage at June 30, 1911, was.......... 5,227.37 miles 
Pee 0 SCONE ME Ss i schulswissadss peepee sbaatesics 27.61 miles 
This increase is explained as follows: 
MILEAGE CONSTRUCTED. 
Brownwood, Texas, to Muy, Texas..............0200- 17.65 miles 
MILEAGE OPERATED UNDER TRACKAGE CONTRACTS. 
Avard, (iia., to Waynoka, O1IR. 66... kes cecicce cosine 9.70 miles 
Irving, Texas, to Dallas, Texas, as reported 
Me PORE SOEs ch bsbbcdsdsnessvaneenusers 10.50 miles 
Irving, Texas, to Dallas, Texas, as cor- 
pected at Jame 3D, 1912.5 6 sc cesceccccs 10.76 miles -26 miles 
PRS MER. och cease keeps ess OIE 2 27.61 miles 


On pages 79, 80 and 81 will be found details of the mileage of all the 
Lines operated, owned or controlled by this Company. 


NEW ORLEANS, TEXAS AND MEXICO RAILROAD LINES. 
The following shows the results of operation of the New Orleans, Texas 
& Mexico Railroad Lines for the fiscal year 1912. These lines were placed 
on an operating basis on July 1, 1911: 

















1912. 
Average mileage operated...............00- ieee ease eke 983.12 
ee a reer rr rh Teer rt eer ee 81.32 
COROT RES PEPEIE sik. xo 680 bin bwin eons ones 46500005 9s050's $4,677 ,093.01 
COPerAalING CKRPCMBCS «occ ocnccccccccccccsccvcccccccnsesonss 3,803,469.95 
Net operating revenue ...... 2... cccccccccccsccscccccvcess $873,623.06 
OEE A EES ECS Oe PEE Pe Rey Te ee ee ee 89,394.07 
ERFRTENG BRODIE osc vs sn s05 6.0 win w0 5s 55 u so vin vein dine ne si00:0 $784,228.99 
Aaa 
IR ADR IRN soc encase sane es Soe bSe sew hvewde 120,015.90 
ee ee eee ey eT Tee hy eR TTT ee Te ee en $904,244.89 
” aca ERE CGRC RUG ds oMMERUSS MEMS RE ROSS Awe bie eS $1,279,184.27 
DOES Lt Shab bub basse eS SRS Sees kee SEE MESS D bun 334,281.60 
BAGre OF COMIDMCIE so oo o.5e in ooo oe 250.5 25.05 0'00:0'0. 0:00 0010000 194,748.19 
Total interest and all other charges............eeeeeeeeeee $1,808,214.06 
Balance transferred to debit of profit and loss.......... $903,969.17 


The above deficit is charged to profit and loss account of the St. Louis 
& San Francisco Railroad Company. About one-half the deficit occurred 
during the last two months of the fiscal year, in consequence of the dis- 
astrous floods from the overflow of the Mississippi River, mentioned 

er mn. . . “* . 
hehe steady progress of the New Orleans, Texas & Mexico Division is 
jndicated by the*increase in gross earnings for the year amounting to over 
25%, it being noteworthy that each month shows a gain over the corre- 
sponding month of the previous year. In the month of April, just prior 
to the floods, these lines as a whole, showed a surplus over all fixed 
charges. . wees 

The increase in the number of settlers has again been gratifying. | 

This Division will be greatly benefited by the recent construction in the 
richest part of the Rio Grande Valley, of a new tributary line, the San 
Benito & Rio Grande Valley Railroad, extending north and south of San 
Benito, Texas, 43.6 miles of which are now completed and in operation. 
“There are also under construction 22 miles additional north and south of 

3s Texas. t 
<n of this Division to date has had no material benefit from 
the through traffic anticipated with Mexico via the National Railways of 
Mexico. The subsidence of political troubles in Mexico should, therefore, 
add considerably to the volume of traffic now handled. ies 

Since the close of the fiscal year, the gross earnings of the Division con- 
tinue their gains noted above, the increase for the three months ended 
September 30, 1912, being over $825,000.00, or about 22% more than in the 
same three months in 1911. 

CAPITAL STOCK. 
There was no change during the year in the company’s capital stock issued 


itstanding. : 
The soe outstanding (all classes), per mile of road owned at end 


of fiscal vear was $9,858.56 as compared with $14,723.68 in year 1902. 





REPORTS. 


COMPANY—SIXTEENTH ANNUAL REPORT. 


FUNDED DEBT AND EQUIPMENT BONDS AND NOTES. 
The outstanding funded debt at June 30, 1912 





°C papain iii ae mienaoat seared a are '$237,872,162.31 
The outstanding equipment trust bonds and 
NER I 5 ocho cans ab beees wake bs wens 13,469,461.39 
MORIN, ote etee os Se oo cathe a ieminues $251,341,623.70 
The outstanding funded debt at June 30, 1911, 
WAR hos sSeka ss > eh abana Sena aac tence $228,924,224.68 
The outstanding equipment trust bonds and 
IE NE ete oe ae kien Gr Shldse es Be 14,498,491.59 
Mi cs surticnecctatsiasiseviyiete _ 243,422,716.27 
The net increase for the year was.......... $7,918,907.43 


Statements on pages 19 and 20 give in detail the changes in funded 


debt and equipment notes. 
EQUIPMENT. 
The following equipment was purchased during 
Under Trust Agreement, Series ‘‘S.”’ 
20 Pacific Type Locomotives. 
Switching Locomotives. 
Steel Buffet Coach Cars. 
Steel Coach Dining Car. 
Steel Buffet-Dining Cars, 
Steel Dining Cars. 
Steel Chair Cars. 
Steel Coaches. 
Steel Mail and Passenger Cars. 
Steel Baggage Cars. 
12 Steel Mail Cars. 
500 Steel Underframe Refrigerator Cars. 
2. Purchased for cash: 
192 Ice Cars, 
11 Furniture Cars 
1 Refrigerator Car. 
All of this additional equipment was in use at June 30, 1912. 


On pages 38 and 39 of this report will be found statements showing the 
number of each class of equipment owned and leased. 
CONSTRUCTION. 
THE Brownwoop Nortu & Soutn Rattway. 
A line extending from Brownwood, Texas, to May, Texas, 17.65 miles, 
completed and put in operation November 2, 1911. This line has a reserve 
fund sufficient to meet its fixed charges for a period of six years: it serves 


a section rich in agricultural products, and_ will contribute additional 
through business to the main lines. 


the year: 


re 


a 
DN WWNSO Uwe bdo 


} (Built at Company’s Shops). 


New ORLEANS, Texas & Mexico RailLroap Company. 

The Erwinville Branch Extension, 12.88 miles. This branch provides 
facilities for extensive rice and sugar cane fields and sugar mills, and will 
contribute a large tonnage to the main lines. 

On February 1, 1911, the New Orleans, Texas & Mexico Railroad Com- 
pany leased the property of the Louisiana Southern Railway Company, con- 
sisting of approximately 45 miles of main track and equipment, for a period 
of twelve years, the lessor agreeing to furnish funds necessary to improve, 
reconstruct and extend its lines. During the past year 20.09 miles of ad- 
ditional main track were built, making the total mileage at June 30, 1912, 
65.29 miles of main track, and 8.86 miles of side tracks. 

The lease of this property to the New Orleans, Texas & Mexico Railroad 
Company gives the latter control of all through business originating on the 
leased property, while the lessee incurs no financial responsibility under the 
lease beyond the accounting for the net earnings from the operation of 
the property. 

GENERAL. 

The extraordinary operating and traffic difficulties experienced during the 

past winter and spring are partly illustrated by a comparison of the re- 


sults for the earlier and for the later months of the fiscal year. 
In the six months ended December 31, 1911, 


Gross overating revenue decreased.......... $573,298.68 
Operating expenses were decreased...... sae SODIGOLIsoe 
and Net operating revenue increased....... esses 458,512.64 


During this period the ratio of operating expenses to total revenue was 
65.86% as compared with 68.73% during the corresponding period of the 
previous year. 

The most severe winter weather for many years was followed by the 
most disastrous floods which have occurred in the Mississippi Valley since 
its settlement, with the result that during the six months ended June 30, 
1912, 


Gross operating revenue decreased........... $485,568.28 
Operating expenses increased.......... ake ek 421,000.45 


and Net operating revenue decreased............ 


The operating ratio during these six months rose to 70.79%. 
Conducting transportation ratio for the first six months was 34.51%, 
for the last six months 40.29%. ; 
In consequence of a stage of water in the Mississippi River averaging 
tive feet above previous flood records, the protection levee broke at Point 
Pleasant, opposite Portageville, Mo., on March 24th. Subsequent breaks 
below that point and above Memphis, Tenn., put 153 miles of your tracks 
in Missouri and Arkansas out of commission, breaking the important main 
line between St. Louis and Memphis, and between Kansas City and Mem- 
phis. These lines were not restored to service until May 10th. The di- 
rect cost of their restoration, as taken into the accounts, was $274,008.15, 
and collateral costs, not included therein as flood damage, doubtless 
amounted to more than $100,000. It is difficult to closely estimate the 
resulting loss of gross earnings from traffic, but the total was beyond doubt 
in excess of $500,000. a ; 
On May 3d, the flood waters broke the levees in Louisiana, breaking 
the main line of the New O:leans, Texas & Mexico Railroad, and sub- 
merging it for a distance of 46 miles; train service was impossible until 
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June 27th, during which time the expense of protecting and rebuilding the 
property was large, with earnings largely reduced. 

An increase of 34.26 tons of revenue freight per train mile more than 
offset the slight decrease in revenue per ton mile, and brought an increase 
of 26.7 cents in earnings per freight train mile. 

The large loss in passenger earnings, as shown on page 14, resulted in 
part from flood conditions, but to a greater extent was due to the general 
conditions throughout the territory, as reflected in the reports of nearly 
all other carriers. 

The largest expenditures for betterment account during the year were 
for additional ballast work, amounting to more than $600,000. 

16.14 miles of new industrial and side tracks were constructed during’ 
the year. 

The Industrial Department reports show that during the year 320 new 
industrial plants, costing over $5,800,000 and employing 5,700 men, were lo- 
cated on the company’s tracks. The tonnage producing capacity of these 
plants will approximate 66,000 carloads per annum. ; 

The same industrial activity is shown for the New Orleans, Texas & 
Mexico Railroad Lines. On the tracks of these lines there were located 90 
new plants, costing over $2,800,000, and employing 3,500 men. It is esti- 
mated that their tonnage producing capacity will approximate 35,000 car- 
loads per annum. 

The balance sheet on pages 16 and 17 is in accordance with the form 
prescribed by the Interstate Commerce Commission, and on pages 45 to 81 
will be found consolidated balance sheet and statistical statements including 
the figures of the Chicago & Eastern Illinois and New Orleans, Texas & 
Mexico Railroad Companies. 

Acknowledgment is gratefully made to officers and employees whose de- 
votion and loyal efforts brought the property through a most difficult year. 


By order of the Board of Directors. 
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Securities—Unpledged .. 


WORGE ia cne © Ca akapi ons 
Total Property 
VESEMENRE 2 ccd ci 


WorkinG Assets— 


MAO orehaterctahve-tiasd wiale os 4ibre- ins 
Securities issued or assumed— 
Held in treasury— 
NIPOGNG es cc crn cardiac gers 
Funded debt ......... 
Marketable securities— 
ee. eee 
Funded debt 
Miscellaneous ........ 
Loans and bills receivable. 
Traffic and car service bal- 
ances — due from other 
COMPANIES oo cecccesene 
Net balance due from agents 
and conductors ........ 
Miscellaneous accounts re- 
ceivable 


eee eeeee 


ee ed 


AccrUED INncoME Nor DuE— 





478,762.42 








$6,049,999.42 


1,137,514.53 
30,393.03 
13,000.00 
3,464,411.49 


1,710,513.35 


502,341.00 


2,651,156.98 
3,114,281.12 





$19,410,499.93 











257,247.99 


$3,812,170.98  $1,624,338.64 





$4,703,508.22 


6,699.44 
991,639.16 


1,077,514.53 
112,000.00 


2,294,061.72 
1,156,439.01 
719,267.90 


2,441,189.15 
3,084,360.15 


$16,586,679.28 
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221,514.43 


$2,187,832.34 








- -$381,562,749.26 $381,869,083.42 —$306,334.16 


$1,346,491.20 


38.26 
—261,487.85 


60,000.00 
—81,606.97 
13,000.00 
1,170,349.77 


554,074.34 
—216,926.90 
209,967.83 
29,920.97 


$2,823,820.65 

























































B. L. WINCHELL, Unmatured interest,  divi- 
President. dends and rents receiv- 
UR. aa Gch d wre nea e Rietind oe $51,299.20 $251,457.14 —$200,157.94 

GENERAL PROFIT AND LOSS ACCOUNT AND ADJUSTMENTS SS —_—_ —— 

THEREIN, DEFERRED DeBit ITEMS— 
June 30rn, 1911, ro June 30TH, 1912. Advances— 
eee Temporary advances to 
CREDIT. : proprietary, affiliated and 
Balance at credit, as per annual report June 30th, controlled companies.. $412,121.31 $3,121.09 $409,000.22 

DUPED 4 co wisciese Wsia ee saan wana ia, oie aden rae ararers sealer $4,833,209.88 Working £0ndS- oc0060500 109,856.04 73,660.53 36,195.51 
Surplus for the year ended June 30th, 1912...... 177,398.77 Rents and insurance paid in 
Sundry adjustments not affecting current year’s OPE T Tr ar 140,996.98 149,153.56 8,156.58 

SERENE ae aiccien is heres ek sorasipaee eee ese cahS 104,625.29 Unextinguished discount on 

eccncinieetod funded debt iacnaedeece: eee kes 11,590,239.26 1,339,375.27 

WTAE, SOR 6a oo da a Sis cine Wh nos Ww a ONO a a eae $5,115,233.94 Special Gepost. s..c0 60:00 113,008.23 390,182.99 —277,174.76 
Sele Serie as Cash and securities in sink- 

DEBIT. ing and redemption funds 468,730.49 5,535,736.35 5,067,005.86 
New Orleans, Texas and Mexico Railroad Lines Cash and seg in in- 

OO gros neneinans Peomeune lee pacity $903,969.17 Se Tl _ alla 
> ite combine : : Se Se = c S we we reer anne eeeee ’ . ’ F - 4 x 
Dictiende: bec Rg egy tg egg Sor anuderaed ae Other deferred debit items.  1,132,283.53 1,480,690.30 —348,406.77 

Se SE er aie rae oe eS Oem are eae ee 199,742.12 ae Rnnaie 

Eis ON is owcneccinvees $15,410,611.11 $19,336,784.08 —$3,926,172.97 
ee Grand Total... .$416,435,159.50 $418,044,003.92 —$1,608,844.42 
SS ee INCREASE 
$5,115,233.94 LIABILITIES. 1912. 1911. oR DECREASE. 
By Balance at credit, June 30th; 1912e:5osciccsissieeccsee $3,154,370.16 Stocn— 
— omg a 
°ONDEN ZNERAL B: NCE JN 2 AN ommon stock— 
CONDENSED GENERAL BAAS SHEET, JUNE 30, 1912, AND Held by company.... $30,143,449.60 $29,918,449.60 *225,000.00 
COMPARISON WITH PREVIOUS YEAR. : Not held by company. 28,999,850.40 28,999,850.40 Keweaaeea 
NCREASE ——— —— 





$59,143,300.00 


















































































ASSETS. 1912. 1911. or DECREASE. $58,918,300.00 $225,000.00 
Property INVESTMENT— — 
: Preferred stock— 
a and a Held by company..... $15.006,588.10 $15,006,588.10 
a to June 30th, Not held by company. 20,993,411.90  20,993,411.90 
WORE ice e cc nieke gaa $208,885,657.26 $208,885,657.26 aes es = a 
Bauipmient:  ..6<:00055%0 34,247,705.12  34,247,705.12 $36,000,000.00 F56A00,008.00 anaes 
$243,133,362.38 $243,133,362.38 ary Patsy hc tatu aes, $95,143,300.00 $94,918,300.00 $225,000.00 
Investment since June MortcacE, Bonpep AND SE- 
30th, 1907: CURED DEeBT— 
Rane ek oaths $11,486,318.91 $10,664,400.26 $821,918.65 Funded debt— 
EGUIPMENt ....sc00e0e 12,941,568.13  10,916,092.31 2,025,475.82 Mortgage bonds— 

Held by company..... $4,364,151.31 $14,915,012.61—$10,550,861.30 
$24,427,887.04 . $21,580,492.57  $2,847,394.47 Not held by company. 227,863,731.00 209,726,932.07 18,136,798.93 
$267,561,249.42 $264,713,854.95  $2,847,394.47 $232,227,882.31 $224,641,944.68 © $7,585,937.63 

Reserve for Accrued De- 
preciation—Cr,. ..... 470,552.36 382,335.02 88,217.34 Collateral trust bonds— 
Held by company..... $3,990,000.00  $3,990,000.00 sail sant wed 
Total .....-seeeeeee $267,090,697.06 $264,331,519.93  $2,759,177.13 Not held by company. 44,081,500.00 49,785,050.00 —$5,703,550.00 
SECURITIES— $48,071,500.00 $53,775,050.00 —$5,703,550.00 
Securities of proprietary, 1 } 
i ncome bonds— 
ens Mags En emg Held by company..... $399,500.00 $399,500.00 
Stone cu. eans sins $75,535,023.56 $72,483,573.56 $3.081,450.00 Not held by company.  5,923,280.00 — 5,923,280.00 
Funded Debt .......- 3,561,500.00  3,453,500.0 5000. 
Miscellaneous 27,208,911.41  25,827,677.49 1,381,233.92 $6,322,780.00 — $6,322,780.00 
$106,305,434.97 $101,764,751.05  $4,540,683.92 Saieeey “tent obliga- 
ee ae Te Not held by company. $13,469,461.39 $14,498,491.59 —$1,029,030.20 
ge a. aan SE Se ORTON ae $300,091,623.70 $299,238,266.27 $853,357.43 
affiliated -g controlled WorkinoG LIABILITIES— ‘ 
companies—Unple eqd— ‘ — - 
Stocks eee fe Selene 314,446.25 296,446.25 18,000.00 Loans and bills payable... $2,790,000.00  $1,075,000.00 — $1,715,000.00 
1,22 $115,913,224.85 —$5,253,343.63 ‘Teas wae car secre Ser 
Hr geere dows 110,659,881. i ; 85 —$5,290, . d to other com- 
ates . DN cco eres 1,599,302.98  1,166,951.65 432,351.33 
Ornuer INVESTMENTS— Audited vouchers and wages 
phi proprietary, af- wo ae avetare eres sin 5,054,781.88 4,517,034.69 537,747.19 
iated é 4 com- iscellaneous accqunts pay- 
po yr tat ck nig Me etic rnae 253,328.88 52,258.20 201,070.68 
re ‘ ! —$4i t interest, dividends 
Pr acini slice al we ee en and rents unpaid. «5-5 3,494,644.13  4,110,575.53  —615,931.40 
 ‘Pivss é s E ,522.48 129,479.38 Matured. mortgage, bonde 
Coe teense Oe faa and secured debt unpaid. 867,025.00 —5,024,816.64 —4,157,791.64 
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Other working liabilities... 27,035.05 36,032.69 —8,997.64 
Rn batGsveokessete $14,086,117.92 $15,982,669.40 —$1,896,551.48 
Accrvuep LiaBitities—Nor 
Dur— 
Unmatured interest, divi- 
dends and rents payable. $1,440,740.65 $1,610,494.70 —$169,754.05 
Taxes ecrraed «.....ccc0ss 50,298.69 570,549.07 79,749.62 
Buen eG cudaseseee se $2,091,039.34 $2,181,043.77 —$90,004.43 
Dererrep Crepit ITEMS— 
Other deferred credit items $1,632,214.37 $648,520.59 $983,693.78 


RAILWAY AGE GAZETTE. 





Vor. 53, No. 22, 


APPROPRIATED SURPLUS— 
Reserves from income or 
surplus— 


Invested in sinking 








redemption funds $236,494.01 $241,994.01 —$5,500.00 

ProFrit anp Loss— 
PEMEDE Kosi cloacae ee $3,154,370.16 $4,833,209.88 —$1,678,839.72 
Grand Total ........ $416,435,159.50 $418,044,003.92. —$1,608,844.42 





*This increase is capital stock of The Brownwood North & South Ry. Co., 
issued and delivered to St. Louis and San Francisco R. R. Co., and by it 
pledged under its Refunding Mortgage. 








CHICAGO & EASTERN ILLINOIS RAILROAD COMPANY—TWENTY-THIRD ANNUAL REPORT. 


INCLUDING EVANSVILLE & INDIANAPOLIS RAILROAD COMPANY 
Fiscat YEAR Enpep JuNE 30, 1912. 


To the Stockholders: 


The Directors herewith submit their report of the operations and affairs 
of the Chicago and Eastern Illinois Railroad Company for the fiscal year 
ended June 30, 1912. 

The results of the operations for the fiscal year were as follows: 

Total operating revenue (increase $335,103.76 


ek eS ee 3 Pree ere Se $15,215,513.04 
Operating expenses (increase $794,654.19 or 
Tip ee SDs cu tcnka babes ecaa ks sede & 10,899,751.70 
Net operating revenue (decrease $459,550.43 
OF PD WEE GORE occa sseccr esses babe ee > $4,315,761.34 
BEES: -2.b ba cereb chs boo ee Keak ea ckcneee ee ewes ; 426,592.75 
Ne. Sl cies saseenssce eh epeee ess $3,889,168.59 
SENDS RODOIEE: kos sedans ened secnseceee 829,192.45 
Di NE. cnceiecck SéGkedden DeSean de $4,718,361.04 
SE NE PENI oo 6 ce i seks cnc seeeeeoeb ane 3,660,561.62 
Net income after providing for all charges.... $1,057,799.42 
Dividends paid (6 per cent. on preferred and 
5 per cent. on common stock)........... ; 952,853.00 
es Bar Be PORT. cannes keaescbssntusonss $104,946.42 


A winter of unparalleled severity in this region seriously affected the 
efficiency of your property and employees. Heavy snow storms, often fol- 
lowing closely upon one another, caused practical stoppage of operation at 
times, and rendered it impossible to haul normal tonnage trains during the 
larger part of the unusually long winter. Following closely thereupon, 
the coal mines upon which this property depends to a large extent for 
earnings, were closed on April list, for two months by reason of the bi- 
ennial misunderstanding and readjustment between the operators and the 
miners. While this caused a loss of 573,552 tons of coal handled during 
the fiscal year, it is noteworthy that during the coal year April Ist, 1911, 
to March 3lst, 1912, the total coal tonnage handled by your line was the 
largest in its history. 

In accordance with resolutions adopted by the stockholders of each of 
the companies, a consolidation of the Chicago and Eastern Illinois Railroad 
Company, the Evansville & Terre Haute Railroad Company and the Evans- 
ville Belt Railway Company was effected as of date July Ist, 1911, doing 
away with the necessity of separate official staffs and separate accounting, 
and effecting material advantage in the operations of the properties. The 
authorized issue of preferred capital stock of the Chicago and Eastern 
Illinois Railroad Company was increased from $10,000,000 to $15,000,000 
to provide for this consolidation, of which authorized increase, $3,154,500 
was issued. The mortgage, bonded and secured debt was increased during 
the year by $17,461,942.24 as shown on page 17. 

The statements and statistical sheets in this report for the fiscal year 
1910-11 have been revised to include the Evansville & Terre Haute Rail- 
road Company, the Evansville Belt Railway Company and the Evansville 
& Indianapolis Railroad Company where necessary for comparison. 

The matter of locomotive fuel supply in abundant quantity and at reason- 
able price has come to be more and more difficult. When there has been 
large demand for coal, and the market price has risen above the prices 
at which it has been contracted by the Railroad Company, we have not al- 
ways been able to obtain full deliveries, and have even been obliged to 
confiscate a certain proportion of the coal offered for commercial ship- 
ment in order to haul the balance to market. In addition to this, large 
bodies of coal lands contiguous to the lines of your railroad have been 
purchased by outside interests, which might have made it still more diffi- 
cult to obtain an adequate supply at fair prices. Your company, therefore, 
decided to purchase its own coal supply, and during the year has bought 
ten operating mines in Montgomery County, Illinois, and Vermillion County, 
Indiana, and coal lands in Sullivan County, Indiana, with a total acreage 
of 41,425,028 acres of coal. These mines will not be operated by your 
company, but have been leased to other parties under conditions which 
will insure an adequate supply of coal for company’s use. We feel that the 
company is now protected in this particular for a long time to come. 

In order to pay for these properties, the company made what is known 
as “Chicago and Eastern Illinois Purchase Money First Lien Coal Mort- 
gage,” with an authorized issue of 5% bonds limited to $7,000,000, at any 
one time outstanding. During the year $5,031,000 of bonds have been is- 
sued under this mortgage. 

During the year, the Industrial Department located 39 new industries, 
estimated cost of which was $627,200, employing 2,418 men with a yearly 
output of 6,835 cars. In addition to this, arrangements were practically 
completed for the location of two additional large industries, costing 
$1,250,000, and employing 900 men with a yearly output of 2,000 cars. 


New equipment was received and placed in service, as follows: 


7 60-foot steel mail cars Nos. 57 to 63, inclusive. 
1,000 30-ton capacity refrigerator cars Nos. 1 to 1,000, inclusive. 
4 Passenger coaches Nos. 427 to 430, inclusive. 
2 Chair cars Nos. 483 and 484. 
3 Baggage cars Nos. 21 to 23, inclusive. 
2 Lounging observation cars Nos. 600 and 601. 
8 Pacific type locomotives Nos. 1008 to 1015, inclusive. 
Ee eS Rr er ee - «++ $1,606,261.06 
Cordial thanks are given to officers and employees for faithful service. 
By order of the Board, 
B. L. WINCHELL, 


Ocrozer 3, 1912. President. 


CONDENSED GENERAL BALANCE SHEET, JUNE 30, 1912, 
AND COMPARISON WITH PREVIOUS YEAR. 
INCREASE OR 


ASSETS. 1912. 1911. DECREASE. 
Property Investment: 
I.—Road and equipment: 
Investment to June 30, 
1907: 
Road: — ..viss0's000 eeeeee $36,878,947.77 $34,654,422.67 $*2,224,525.10 
Equipment ....... Satna 20,173,710.41 20,173,710.41 Saas hee 





$57,052,658.18 $54,828,133.08 


$2,224,525.10 
Investment since June 30, 


1907: 
MOBO \sisneseeabecneurs $10,951,661.92 $1,040,365.75 $9,911,296.17 
BEE 6 oossas cas sen 7,817,707.32  2,695,997.26  5,121,710.06 





$18,769,369.24 $3,736,363.01 $15,033,006.23 
$75,822,027.42 $58,564,496.09 $17,257,531.33 

Reserve for accrued depreci- 
i 280,769.25 194,691,80 86,077.45 


ation—Cr. 
Total road and equipment $75,541,258.17 $58,369,804.29 $17,171,453.88 
II.—Securities: 


Securities issued or assumed - 
—pledged: 
Funded Gent... 00.0000 
Securities of proprietary, 
affiliated and controlled 
companies: 
Stocks—pledged ........ 
Stocks—unpledged 








$1,218,000.00 Saisie sic ser $1,218,000.00 


$373,231.76 
$373,231.76 


1.00 
—$188,646.22 
$1.029.354.78 


1.00 
184,585.54 
$1,402,586.54 


eeeee 





Total securities (page 24) 





III.—Other investments: 
Miscellaneous investments: 

















Physical property....... $4,672,347.31 $215,743.35 $4,456,603.96 
Securities—pledged eT CS 234,956.93 
Securities—unpledged 1.00 [a -aeaaerenss 

Total other  invest- 
ments (page 24).. $4,907,305.24 $215,744.35 $4,691,560.89 

Total property invest- 
RING scence messe $81,851,149.95 $58,958,780.40 $22,892,369.55 

Working Assets: 

[choc wskuisow ssw aensenae $1,394,712.55 $1,183,763.10 $210,949.45 

Securities issued or assumed 

—held in treasury: 

Stocks (page 24)........ eS ee 1,578,600.00 

Funded debt (page 24).... 2,000.00 ZOOBDO ss dewsene 
Marketable securities: 

Stocks (page 24)......... 9,000.00 3,700.00 5,300.00 

Funded debt (page 24)... 10,000.00 88,000.00 —78,000.00 

Miscellaneous (page 24).. 100,635.12 LOSS ae 
Loans and bills receivable... 503,977.42 545,075.83 —41,098.41 
Traffic and car service bal- 

ances due from _ other 

Se eee een 353,789.53 258,953.07 94,836.46 
Net balance due from agents 

and conductors......... 448,252.63 326,008.89 122,243.74 
Miscellaneous accounts receiv- 

MEL. coxcnceeedsdsavens ‘818,308.45 653,216.74 165,091.71 
Material and supplies....... 1,528,804.20 1,171,935.30 356,868.90 
Other working assets....... 4,810.96 1,674.49 3,136.47 

Total working assets...... $6,752,890.86 $4,334,962.54 $2,417,928.32 
Deferred Debit Items: 
Advances: 
Temporary advances to pro- 
prietary, affiliated and 
controlled companies... $40,099.30 $40,099.30 err carer 
Working funds........... 5,603.17 1,327.17 $4,276.00 
Rents and insurance paid in 
SN a 18,227.98 38,700.54 | —20,472.56 
Unextinguished discount o 
securities: 
Unextinguished discount on 

funded debt ...ccecsws 1,704,833.25 1,772,894.35 —68,061.10 
Special deposits (page 24).. 8,616,091.45 10,578,091.64 —1,962,000.19 
Cash and securities in sinking 

and redemption funds..... 142,769.60 13,366.33 129,403.27 
Other deferred debit items.. 1,407,658.01 653,160.50 754,497.51 





Total deferred debit items. $11,935,282.76 $13,097,639.83 —1,162,357.07 
ee eeeeeees + $100,539,323.57 $76,391,382.77 $24,147,940.80 





Total 


eeeeeece 

















NovEMBER 29, 1912. 


NOTE—The above assets include $1,000,000.00 (or proceeds) of refunding 
and improvement bonds advanced by Trustees for working fund. 

Large increase in both assets and liabilities caused by consolidation with 
the Evansville & Terre Haute Railroad Company and Evansville Belt Rail- 
way Company. 

*Represents Evansville & Indianapolis: Railroad Company. 

Figures in ttalics denote credits. 


INCREASE OR 








LIABILITIES. 1912. 1911. DECREASE. 
Stocks: 
Capital stock: 
*Common stock.........++ $13,626,100.00 $13,626,100.00 .......... 
Preferred stock.......... - 12,146,500.00 8,992,000.00 $3,154,500.00 
Stock liability for conversion 
of outstanding securities of 
constituent companies...... 181,102.21 168.88 180,933.33 
AObEl DOCK isis wcarwneaieis $25,953,702.21 $22,618,268.88 $3,335,433.33 
Mortgage Bonded and Secured 
Debt: 
Funded debt: 
In treasury 
Mortgage bonds......... $1,220,000.00 $2,000.00 $1,218,000.00 
Outstanding (not held in 
treasury) 
Mortgage bonds ....... 55,394,000.00 43,549,000.00 11,845,000.00 
Collateral trust bonds... ......+.6. 27,000.00 —27,000.00 
Miscellaneous funded ob- 
Tigations- .-.. 060600000 5,031,000.00 =... 4.20 eee 5,031,000.00 
Equipment trust _ obli- 
BAUIONS §« ..ca ces a aweree 5,094,174.40  5,699,232.16 —605,057.76 





Total mortgage, 
bonded and secured 
debt (page 18).. $66,739,174.40 $49,277,232.16 $17,461,942.24 


RAILWAY AGE GAZETTE. 
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Working Liabilities: 
Loans and bills payable..... 
Traffic and car service bal- 
ances due to other compa- 


$1,653,999.00 $528,249.00 $1,125,750.00 


SGM creitai aa. acne tae als 208,076.40 244,635.27 —36,558.87 
Audited vouchers and wages 

SEMINAIN Cea ocd Gy ara esc ais exe a's. 1,456,381.69 1,159,469.94 296,911.75 
Miscellaneous accounts pay- 

MEE) ac ewan cao ecera ress 173,856.09 124,416.71 49,439.38 
Matured interest, dividends 

and tents. unpaid:.... +... 68,015.37 56,896.00 11,119.37 
Matured mortgage, bonded ‘ 

and secured debt unpaid.. 1,336.04 336.04 1,000.00 
Other working liabilities.... 41,718.25 49,427.55 —7,709.30 





Total working liabilities 


Accrued Liabilities Not Due: 


$3,603,382.84 $2,163,430.51 $1,439,952.33 

















Unmatured interests, divi- aii 
dends and rents payable... $1,109,109.59 $757,582.09 $351,527.50 
"TONGS BCCTUOU iio cc cwccees 306,522.90 229,865.56 76,657.34 
Total accrued liabilities 
UGE GGG sco.cenisiececesic'e« $1,415,632.49 $987,447.65 $428,184.84 
Deferred Credit Items: 
Operating reserves.......... $211,116.38 $200,262.12 $10,854.26 
Other deferred credit items. 367,419.37 330,870.29 36,549.08 
Total deferred credit items $578,535.75 $531,132.41 $47,403.34 
Profit and Loss: at 
WOME Soe ci cmieciweiaaes $2,248,895.88 $813,871.16 $1,435,024.72 
ORE carcterarwieaeraie naw sele ors $100,539,323.57 $76,391,382.77 $24,147,940.80 


*The Equitable Trust Company of New York (successor to The Trust 


Company of America) holds in Trust Assets $6,408,300.00 common stock 
included in above figures (page 24). 








COLORADO AND SOUTHERN LINES. 


Cuicaco, July 1, 1912. 
To the Stockholders of the Colorado & Southern Railway Company: 


Herewith is submitted the Thirteenth Annual Report of this Company, 
for the year ended June 30, 1912 

There are included the reports of A. D. Parker, Vice-President, and 
J. H. Bradbury, General Auditor. 

By order of the Board of Directors, 


DARIUS MILLER, - 
President. 


Denver, Coto., July 1, 1912. 
Mr. D. MILLER, 
President, 
Chicago, Iil. 


Dear Sir—I herewith submit the report for the fiscal year ended June 
30, 1912, which report combines the operations and affairs of the lines 
operated by the companies named, and which are herein designated as the 
“Colorado & Southern Lines.” 

During the fiscal year from November 1, 1911, the entire line of The 
Colorado Springs and Cripple Creek District Railway was leased to The 
Florence and Cripple Creek Railroad Company for the purposes of opera- 
tion, and the results of operation of this line are therefore included in the 
following statements for a period of four months, as compared with twelve 
months of the previous year. For the remaining eight months the return 
from this property is treated as rental received. 


COLORADO & SOUTHERN LINES, YEARS ENDED JUNE 30. 


Per Cent. Per Cent. 
of Total of Total 
Operating 1912, OPERATING REVENUES. 1911. Operating 
Revenues. Revenues. 
70.56 $9,850,048.55 ...... Freight Revenue ...... $11,120,361.01 70.27 
23.26 3,246,772.74 006 Passenger Revenue ..... 3,870,671.92 24.46 
1.56 216,282.70 . . Mail Revenue ........ 216,068.73 1.37 
1.89 BGS 261.93 0as<s% Express Revenue ...... 280,613.32 1.77 
Miscellaneous Transportation 
2.13 B07 144038: 6060000 RROVORUE? 0.64 ewes 265,927.08 1.68 
Revenue from Operations other 
.57 80,750.26 ..... than Transportation ..... 67,508.78 43 
03 SSTGAS) vessees Joint Facilities ....... 2,913.67 .02 


100.00 $13,959,975.68 





...Total Operating Revenues... $15,824,064.51 100.00 


OPERATING EXPENSES. 
Maintenance of Way and 








11.73 $1,637,316.29 <<< . Structures ......... $1,688,223.20 10.67 
18.14 2,532,180.64 ..Maintenance of Equipment..  2,779,142.78 17.56 

1.69 236,126.75 ....... Traffic Expenses ....... 239,692.26 1.51 
33.87  4,728,764.59 ....Transportation Expenses.... 5,112,951.78 32.31 

3.45 482,065.57 .......General Expenses....... 514,101.32 3.25 
68.88  9,616,453.84 ...Total Operating Expenses... 10,334,111.34 65.30 
31.12 4,343,521.84 ....Net Operating Revenue....  5,489,953.17 34.70 


Net Deficit from Outside 


24,522.80 ......++- Operations ....++++. SHABS 20 ccicsic 





esses 4,318,999.04 ......Total Net Revenue...... 
Seas i 511,470.31 .....- . Taxes Accrued ....... 


3,807,528.73 . 


eeeeee 


5,456,667.97 
478,323.05 





wees Operating Income ...... 4,978,344.92 ....-- 








OTHER INCOME. 
$176,946.41 








G41 veeeeeeeees CTIA a corer Bails $42,920.85 
613,327.89 .... Miscellaneous Interest .... 602,300.10 
790,274.30 ......Total Other Income...... 645,220.95 








$4,597,803.03 ....Gross Corporate Income.... $5,623,565.87 
DEDUCTIONS: FROM GROSS 


CORPORATE INCOME. 























SIGA,869-55 6 ccsaede cc ents viccecesans $471,846.44 

887.68 .... Miscellaneous Interest . 959.68 

2,876,854.82 Interest Accrued on Funded Debt —2,811,682.34 

Extinguishment of Discount on 

FL ae Securities Sold ....... 6,085.10 

49 TACOS © 5.0 5:65: 6 Sinking Funds ....... 34,399.94 
Rip 2 Total Deductions ...... 3,324,973.50 

1,499,967.62 .....Net Corporate Income..... 2,298,592.37 

1,300,000:200» o.o.65cse0cs Divide@Rde ss cccscaas 1,300,000.00 

SION 96762 direseccices 5) | $998,592.37 


The percentage of Operating Revenues required for Operating Expenses 
was 68.88% as compared with 65.30% in the previous year, and the pro- 
portion of the Gross Corporate Income required for Interest on Funded 
Debt was 62.57% as compared with 49.99% in the previous year. 

During the fiscal year, Refunding and Extension Mortgage Bonds of this 
Company were issued to cover expenditures for: 


Additions and Betterments for the Calendar Year 1911....... 
Purchase of Securities of The Colorado Railroad Company.... 


$1,117,240.00 
3,061,085.95 

$4,178,325.95 
And Refunding and Extension Mortgage Bonds were retired 


from proceeds of sale of securities pledged with the Trustee 33,000.00 
First Mortgage Bonds of C. S. & C. C. D. Ry. Co. were 
retired through Sinking Fund) <2... 6c cscsssicccccccacecees 34,000.00 


Deferred Rentals under Equipment Leases were discharged.. 375,226.18 





Making the net increase in Mortgage, Bonded and Secured Debt $3,736,099.77 


The outstanding Capital Stock was reduced by the purchase of 19.44 
shares, par value $1,944.00, ‘Stamped Stock” of Fort Worth & Denver City 
Railway Company. : 

There were sold from the treasury of the Company $1,548,000.00 face 
amount of Refunding and Extension Mortgage Bonds; the proceeds of 
which reimbursed the treasury for expenditures made for new lines, equip- 
ment and additions and betterments. 

There were charges to Capital Account aggregating $2,045,419.91 for 
additions to the property. Of this amount there was expended for: 


Structures and Machinery.......eeeccecccsecccecceeeceeeceees $67,273.33 
Substituting Permanent Bridges for Wooden CMe. Laciakee 73,550.56 
New Line—Southern Jct. to Walsenburg Jct.......+.+eeseeeee 649,290.63 
New Line—Wellington to Cheyenne.......-.++eeeeeeeeeeeeeees 718,073.52 
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Betterments to Line, Fort Collins to Dixon...............0e005 82,262.71 
Additional Spur and Industry Tracks............ 6000002000008 43,460.56 
Additional Yard Tracks and Sidings.............:.2cccceecees 36,820.09 
rN OE OEE oo 95555 oa do ev booed eh xu ecde was eoPare 35,858.52 
Pees wi Tia A epentie. ooo 5 eee sic iec ons sbanvedcacceds 48,400.00 
Various Other Additions and Betterine.i:..............0 2 eens 148,036.78 
et ONE on nd che bcen eb ae sees bak ea bes eeeers eres 142,393.21 


During the fiscal year the deficit from operations of The Trinity & Brazos 
Valley Ae wee Company was made up equally by The Chicago, Rock 
Island & Pacific Railway Company and The Colorado & Southern Railway 
Company. Ballasting with shell between Belt Junction and Tomball is now 
going on and during the next fiscal year permanent bridges will be sub- 
stituted for many of the present piling bridges on the line. Additional 
extensions and improvements to the Houston Terminals have been author- 
y woned including the construction of two additional stories to the passenger 
depot. 

The following statistical tables have been compiled in the form required 
for the Annual Report of Carriers to the Interstate Commerce Commissicn: 


GENERAL BALANCE SHEET. 
June 30, 1912. 





ASSETS. 
Property Investment—Road and Equipment: 
BM (66 6u boo ec Ra SSSERKOSED EOD ERNE eRe Oe $93,583,544.38 
Pe Ste cene he reh eee eakh Sawa ke 15,466,973.09 $109,050,517.47 
Reserve for Accrued Depreciation—Credit............5.. 2,263,062.34 
ORE ie bos cee eRb DRESS SSESES S5SdSSSTER SESE SESS EOS $106,787,455.13 
Securities: 
Securities of Proprietary, Affiliated and Controlled Com- 
panies—Pledged—__- 

ROE ne edbni an bush sdSsssaeseeeessenene $1,431,865.51 

PR EN sw ce ser sbcSeheteebassunnas 8,808,404.40 10,240,269.91 
Securities of Proprietary, Affiliated and Controlled Com- 

panies—Unpledged— 

PE cL chsh pe beaa ease cuse see esases eee $108,873.65 

PING DOE Gscn ccc escenses oe eh ese eess 2,728,436.00 2,837.309.65 

RG) ob php oGSs ks PSA LSSwRE SSE SeREC ES Oe EEDA ONES OS $13,077,579.56 
Other Investments: 
Advances to Proprietary, Affiliated and Controlled Com- 
panies for Construction, Equipment and Betterments. 107,393.17 
Miscellaneous Investments— 
PR PEED Sonn senda cece’ used esas $4,710.00 
PBNESES TIRIIPOODS 56004 s05060005% 5% 53.00 4,763.00 
SO GLUkS es haAsebsnlssendsesd kevesenvernhseshoaes $112,156.17 
Working Assets: 
PP oka ksh SER SES AS SS ERRAD DR SUSEDDSSEES REED DE CA ED S 747,226.16 
Securities Issued or Assumed, Held in Treasuries— : 

PRE cin bbb eb bescunseneh subs eee s es see ve 3,075,865.31 
Traffic and Car-Service Balances Due from other Com- 

DANICS occcccssecs LEabes CASE RESRE CESS SESS SE eES See Rs 294,023.76 
Net Balance Due from Agents and Conductors.......... 169,628.31 
Miscellaneous Accounts Receivable.................000- 379,101.73 
RRR CERS BN SNIPE) 65 oc neds wed csene se eens eee ss ne 1,278,760.16 
Other Working Assets ...........ccccccccscccccccccess 8,208.70 

err er rer ry et, erat he ed $5,952,814.13 


Accrued Income Not Due: 
Unmatured Interest, Dividends and Rents Receivable... $284,965.20 


RAILWAY AGE GAZETTE. 





Vor. 53, No. 22. 


Deferred Debit Items: 





Advances— 
Temporary Advances to Proprietary, Affili- 
ated and Controlled Companies.......... $247,983.80 
Wy TRAN MINIS ob Sas oa cies ne ae Gaxsick 787.18 
SPIES PRRURIDES 5 05s.ca ss a sune sna Rawes es 521,991.98 770,762.96 
Rents and Insurance Paid in Advance.............ceeeeee 21,566.65 
Unextinguished Discount on Funded Debt................ 234,677.84 
SPER UPSD? 3 Seis c ceo w yi tales be ic oils bso soa whos eles 6,025.21 
Cash and Securities in Sinking Funds..................4. $24.21 
[Pet  SDecerrrr TePOUIE HRNPEE: uy Soa ai dss Shs wcdeedss ees 157,082.79 
MM Poe dine Mints Sie a ed aca SRR RA er ES ES $1,190,639.66 
SSI MANN oon ceca Sawa oe Asse oka Sea owe eS RAMS $127,405,609.85 
! LIABILITIES. 
Capital Stock: 
RSMIRIIIRRNED MEADE Ag oe oS a a ee $31,031,040.00 
ER MER IN PSII, Src iis saicG aap ais wees ERS SE Ae KO OESE OS 17,000,000.00 
BERET ote bscENn kha AS wane aaah awe ee ee er isk mabe es $48,031,040.00 
Mortgage, Bonded and Secured Debt: 
Funded Debt— 
Mortgage Bonds— 
Reel Oy COMPANIES: aoc coos ces scdaness $3,075,865.31 
Not Held -by Companies..............;. 61,664,900.00 64,740,765.31 
Equipment Tract AObNgAHONS «... <.scccisciccoseeces cee ceas 1,281,678.54 
PURE Hu Ghee doar e eae eon es seuss by nn eseehae wee ee ee $66,022,443.85 


Working Liabilities: 


Traffic and Car-Service Balances Due to Other Companies 296,276.70 








Audited Vouchers and Wages Unpaid..............+e0% 1,147,747.94 
Matured Interest, Dividends and Rents Unpaid......... 92,595.25 
ORME a EME BEIBUNIBOE 5 5 69.5.6 cs.ns do ean ances esses 20,480.93 
PNY te chee re nucn cose aw eb menws heap ane wae oun $1,557,100.82 
Accrued Liabilities Not Due: 
Unmatured Interest, Dividends and Rents Payable....... 628,922.85 
AMEE ND cok aik eu askaes cb eo ras Wehner paanas eas. 336,963.69 
TREAD. Wivaucubes sores ek bw hes oes eakosewetes RUGS $965,886.54 
Deferred Credit Items: 
OE er DERE EE RIA sy 65 iss ic divine ek woo 5.500% $167,762.67 
Profit and Loss: 
Pata Loc Sa Skee ee hh ka as see Aee eee Ones ous « $10,661,375.97 
Seeaie PORN. CS icc ocak saves) ok aee naam caasas ewe $127,405,609.85 
PROFIT AND LOSS ACCOUNT. 
Credit: 
Balance June 3B, 1918 ..2..060cecesescevesees $10,337,997.88 
Balance for Year brought forward from In- 
CORE SANOIERE iso sos ines sss ene sng eeisc wx 199,967.62 
Additions for Year: 
Miscellaneous Credits .........eeeeeee8. 168,514.55 $10,706,480.05 
Debit: 
Deductions for Year: 
Miscellaneous Debits: «....<0-.cs0000s's08 45,104.08 
Balance Credit, June 30, 1912........... $10,661,375.97 
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MINNEAPOLIS, ST. PAUL & SAULT STE. MARIE RAILWAY CO.—TWENTY-FOURTH ANNUAL REPORT. 


INCLUDING CHICAGO DIVISION (WISCONSIN CENTRAL). 


Herewith is submitted report for the Fiscal Year ending June 30, 1912. 
The Gross Earnings, Expenses, Fixed Charges and Surplus Income are 
shown in condensed form as follows: 











Chicago Soo Line 

Soo Line. Division. System. 
Grose BArnings® ..<.6.s.000 $17,105,685.95 $9,578,554.98 $26,684,240.93 
Operating Expenses .......3.. 9,586,408.46 6,636,882.56 16,223,291.02 
Wet MEScmings 4.46 0s cece $7,519,277.49 $2,941,672.42 $10,460,949.91 
Income from Other Sources... 1 nee 40,783,08 1,099,019.53 
TUR) THOGME 6 ois 5 08 Sie $8,577,513.94 $2,982,455.50 $11,559,969.44 


Fixed Charges, Taxes, etc.... 4,353,224.05 2,477,805.97 6,831,030.02 


Surplus Income ......<.0. $4,224,289.89 $504,649.53  $4,728,939.42 


Notwithstanding the fact that the grain crop last season was much below 
an average yield, the Gross Earnings exceed those of any previous year. 
The average mileage operated was 3,773.37 miles, an increase of 49.03 
miles. As is generally known, by reason of increasing cost of labor and 
higher cost of supplies, the cost of handling traffic continues to advance, 
while the general tendency to lower rates and_ increase taxation makes 
more difficult the earning of profits sufficient for reasonable returns to 
shareholders and for improvements required for a higher grade of service. 

During the year the extension from Frederic to Duluth was completed 
and trafic between the Twin Cities and Duluth is now being handled over 
this new line. 

The line in North Dakota be tween Drake and Fordville (130 miles), 
construction of which was begun in 1910 and temporarily discontinued on 
account of crop failures, will be ready for traffic about October Ist. 

To properly care for and encourage the further expansion of business 
of the Chicago Division it was thought advisable to make some new pro- 
vision for terminals at Chicago. Accordingly there was incorporated the 
Central Terminal Railway Company of Illinois with an authorized capital 
of $2,000,000 fully subscribed for by the Minneapolis, St. Paul & Sault 
Ste. Marie Railway Company. This Company has acquired property for 
the purpose. It embraces the tract of land, one block wide, located on the 
west side of the Chicago River, between ‘Canal and Clinton Streets and 
extending from 12th Street to West 15th Place. It is very centrally 
located and unusually desirable for the purpose. Contracts have been 
made for the construction of concrete freight houses thereon. These im- 
provements will be up-to-date in every particular. The property is made 
available by a contract with the Baltimore & Ohio Chicago Terminal Rail- 
road Company for the use of that Company’s tracks to a connection with 
this Company’s Chicago Division. A strip of land one-half block wide 
extending from Canal Street to Halstead Street has been acquired for the 
purpose of connection with the Baltimore & Ohio Chicago Terminal Rail- 
road Company’s tracks and a considerable tract of land. also acquired at 
50th Street for yards, etc. It is expected that the improvement of these 
properties will be completed and ready for use when required. 

In order to finance this proposition the Minneapolis, St. Paul & Sault 
Ste. Marie Railway Company and the Central Terminal Railway Company 
executed a joint mortgage covering the property and its improvements— 
Guaranty Trust Company of New York, Trustee. The mortgage provides 
for a possible issue of twenty million dollars of four per cent gold bonds. 
Six Million Dollars of these bonds were sold. The proceeds are sufficient 
to complete the terminals as now planned. 

To provide funds for building the Frederic Extension to Duluth, tem- 
porary advances for which had been made from the Company’s surplus 
account, there were issued $1,520,000 of Minneapolis, St. Paul & Sault 
Ste. Marie Railway Co.’s First Mortgage Consolidated Gold Bonds. ‘There 
was also issued during the year $1,020,000 of Minneapolis, St. Paul & 
Sault Ste. Marie Railway Co.’s Equipment Trust notes in connection with 
additional equipment contracted for delivery prior to September 1, 2. 

To provide for temporary advances that were made for revision work 
on the Chicago Division, for payment of car trust obligations and retire- 
ment of maturing bonds of underlying mortgages of the Wisconsin Cen- 
tral Railway Co. there were issued and sold during the year $3,500,000 of 
Wisconsin Central Railway Co. First and Refunding Mortgage Bonds. 

The Company’s property, including equipment, has been fully main- 
tained to its usual standard and the policy of replacing where necessary 
temporary structures with those of a more substantial and permanent char- 
acter has been continued. 

The increase in Gross Earnings under the somewhat depressed com- 
mercial conditions that have existed during the past two years reflects to 
some extent the growth and development of the country adjacent to the 
more recently constructed lines. 

The prospects for an unusually large grain crop in the Northwest this 
season are very bright and assures a very generous volume of business 
for the current year. 

Respectfully submitted, 
E. PENNINGTON, 
President. 


GENERAL BALANCE SHEET, JUNE 30, 1912. 


ASSETS. 
Property INVESTMENT: 
PGI ais a-onnrs 4 ws ain So MA wee eae $88,907,191.14 
BRIBE or 2G Ss sca gp aeeaw ewes eee ue ces 16,725,001.85 
$105,632,192.99 
Less Reserve for Accrued Depreciation. . 1,461,476.80 
EE a ee ~ $104,170,716.19 


SECURITIES OF PROPRIETARY, AFFILIATED AND 
CONTROLLED COMPANIES: 


Wisconsin Central Ry. Co. Stock........ $3,661,120.88 
St. Paul Union Depot Co. Stock......... 103,600.00 
Minnesota Transfer Ry. Co. Stock... ... 7,000.00 
Sault Ste. Marie Bridge Co. Stock....... 500.00 
Sault Ste. Marie Union Depot Co. Stock.. 50,590.56 
Central Terminal Ry. Co. Stock........... 660,000.00 


Minnesota Transfer Ry. Co. Bonds....... 55,000.00 





Central Terminal Ry. Co. Bonds.......... 


OTHER INVESTMENTS: 
Miscellaneous Investments: 
Irrotate Land Co. Stocks. ¢o6 os es6-cc0 
Western Express Co. Stock............ 
Coeur d’Alene & Pend d’Orielle Ry. Co. 
BPN 6 36: eal Care Bi pie ks cling’ sraseatel 
W. C. Ry. Co. Equipment Contract..... 


ODES Gide RCN AE Sea Nie Maeda e Wieiwialken 
WorkINnG ASSETS: 
Cash 
Securities in Treasury: 
M. S. S. M. & Atl. Ry. Co. 4% First 
MOP TIRE BONES. a. 4. 5c) cicce-eis vicsiewaeecs 
Pillsbury-Washburn Flour Milling Co., 
PGi 6 men OM co caida cic Uaiarclane SoS mes 
Village of Alexandria Bonds........... 
Trafic and Car Service Balances due from 
Other Companies 


Net Balances due from Agents and Con- 
ductors 


Miscellaneous Accounts and Bills Receiv- 


able 


Cee erececeerecccceccccs 


AccruED IncoME Nor Due: 
Unmatured Dividends 
Unmatured Interest 


DEFERRED Desit ITEMS: 
Drrotate: Tan Cos. dcdiecccvdeaceccwciaan 
Land Sales (Deferred Payments) 
Special Deposit for Equipment............ 
Milwaukee Terminal Ry. Co... 
Unextinguished Discount on Funded Debt. 


l- 


“APITAL STOCK: 
Common 
Preferred 


Mortcace, Bonpep AND SEcurRED Dest: 
First Mortgage M. & P. Ry. Co. 4% Bonds 
First Mortgage M. S. S. M. & Atl. Ry. Co. 
Oe CROMIAI GE bare a: 4iay ela ehalaRevavel aoe brain! he oecet'ove 
First Mortgage M. St. P. & S. S. M. Ry. 
Co. Consolidated 4% Bonds............ 
Second Mortgage M. St. P. & S. S. M. Ry. 
Co. 4% meats 


WorkING LIABILITIES: 
Traffic and Car Service Balances due to 
Cheer COMMEIIOE e's aciaeu died saciid toces 
Audited Vouchers and Wages Unpaid.... 
Miscellaneous Accounts Payable.......... 


Accruep Liasitities Not Due: 
Wiapemiateared: Fiteresb coo. cide oe s.800 se eceewers 
ONT ARON 36. 5 Chas ae a er Cialwaicnsiqwan as 


DEFERRED CreEDIT ITEMS: 
Operatine RESCLe: i. ccccisiesccieseesecwedes 
Other Deferred Credit Items.............. 


WM et ecuanceteriideduckuwmwteushes 
Pegs ar: GLC, Be 


CET TC ial 0s) | | en ee ee ee 


139,500.00 


$25,000.00 
50,000.00 


25,200.00 
665,136.80 


10,000.00 


4,700.00 
4,000.00 


573,376.94 
1,315,976.90 


929,798.16 
2,767,845.71 


$111,487.00 
12,019.52 


$1,395,078.75 
137,318.40 
1,254,560.84 
258,115.00 
313,269.54 





$25,206,800.00 
12,603,400.00 


$286,000.00 


3,500,000.00 
4,051,000.00 


$204,819.46 
3,488,714.32 
378,984.53 
1,242,745.50 


$142,492.00 
458,091.38 


$241,124.60 
31,649.61 


—_— ee 


311.44 


ron 
NI 
oe 


765,336.86 


10,876,953.98 


123,506.52 


3,358,342.53 


$123,972,167.46 


$37,810,200.00 


68,266,000.00 


5,315,263.81 


600,583.38 


272,774.21 
11,707,346.06 





$123,972,167.46 
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ConTINGENT LIABILITIES: 


As joint maker with the Central Terminal Railway Com- 
pany of Illinois, of Bonds secured by mortgage on prop- 


erty of the Central Terminal Railway Company......... $6,000,000.00 
4 per cent Leased Line Certificates of the Minneapolis, 

St. Paul & Sault Ste. Marie Railway Company, issued 

in exchange for preferred stock of the Wisconsin Cen- 

trail Railway Company, held therefor...... ... «eee. $11,448,700.00 


INCOME ACCOUNT, FISCAL YEAR ENDING JUNE 30, 1912. 








Net Operating Revenue .........ccscccccsces $7,428,255.92 
Outside Operations: 
ED oe Lia hbk ab SosR Soh es RES EX SO Ske ees $334,986.16 
ee Te TT Ee er ee 243,964.59 
Net Revenue from Outside Operations.... 91,021,57 
OUR Dik SOPONUE: cs oGkcha cscs decencu $7,519,277.49 
ee ee yy eee 1,123,135.50 
Rt NEE 5 ic vcnsenssaseneveses $6,396,141.99 
Other Income: 
Dividends on Stock Owned............e000- $450,002.00 
ee IN ie vee kewdaaeee sens ewee 336,144.99 
RSRDPONE Dk TNRDORNE 6 ioe wc cs cweseeseeics 155,062.56 
RO DEN bt vksiokocknabisseesesces 69,879.73 
Interest on W. C. Ry. Equipment Contract.. 41,089.69 
Interest on Bonds Owned............e0005 6,057.48 
Rte Tee TRUE, Si ckndsscvecdewssee 1,058,236.45 
Gross Corporate Income.............06. $7,454,378.44 
Deductions from Gross Corporate Income: 
Sep GE DU ob kn ck ccdcetnssvoniscae $2,507,440.00 
Interest on W. C. Ry. Leased Line Certifi- 
MN cooks DRE SKEM DD EE AED SES ER SED SENS ATSO 445,836.94 
Interest on Equipment Notes.............. 152,415.00 
EEE HO ROCUNMIRS Ubi scencasknatcsses see 124,396.61 
Total Deductions from Gross Corporate 
ee SES RR ee eee eee eee 3,230,088.55 
Net Corporate Income. ........ccccesece $4,224,289.89 
PROFIT AND LOSS ACCOUNT TO JUNE 30, 1912. 
By Balance June 30, 1911.........c0rsesevecs $9,957,910.52 
Net Corporate Income for the Year Ending 
eee he | | a es oe 4,224,289.89 
Premium on Sale of Minneapolis, St. Paul & 
Sault Ste. Marie Ry. Co. Capital Stock...... 5,703.22 
. $14,187,903.63 
Deductions for Year: 
7 per cent Dividend on Preferred Stock..... - $805,679.00 
7 per cent Dividend on Common Stock....... 1,611,358.00 
Extinguishment of Discount on Bonds and Car 
Diet BIGGS bev ces c cc sdeeccksntsceccscns 12,556.18 
Equipment Depreciation Prior to July 1, 1907 50,964.39 
2,480,557.57 
Balance Credit June 30, 1912.......... $11,707,346.06 


TRAFFIC AND MILEAGE STATISTICS, AS PER INTERSTATE 


COMMERCE COMMISSION CLASSIFICATION. 
1912. 1911. 
Passengers, Passengers, 


Tonnage, Rates 


Tonnage, Rates 
and Revenue. 


and Revenue. 
PASSENGER TRAFFIC. 


Number of Passengers Carried Earn- 


ing Revenue .....cssccccccccsees 1,930,486 1,846,822 
Number of Passengers Carried One 

MCLG Uc cu sacs epneeeceseas houses 168,920,156 156,655,913 
Number of Passengers Carried One 

Mile per Mile of Road............ 61,635 59,372 
Average Distance Carried, Miles.... 87.50 84.82 
Total Passenger Revenue............ $3,872,487.90 $3,190.563.55 
Average Amount Received from Each 

PRET cis cos cccssbescnwntxess $2.00597 $1.72759 
Average Receipts per Passenger per 

PRS a uucenccctsnncdesekesusensnee $.02292 $.02367 
Total Passenger Service Train Rev- 

SEE innsesdsurendbesss sbebavieses $4,592,504.63 $3,863,147.67 
Passenger Service Train Revenue per 

Mile of Road .......ccccccccscce $1,675.71 $1,464.11 
Passenger Service Train Revenue per 

TVOIO DERE osasecsccnesscnnescens $1.31638 $1.14634 


RAILWAY AGE GAZETTE. - 





FREIGHT TRAFFIC, - 
Number of Tons Carried of Freight 
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Earning Revenue ............000. 6,200,764 5,012,786 
Number of Tons Carried One Mile. -1,652,831,716 1,070,804,319 
Number of Tons Carried One Mile 

pir ene WE TORT. 6 cs csccasacs xe < 603,085 405,829 
Average Distance Haul of One Ton, 

EE FstsocccheiwGaeosyhas kde 266.55 213.61 
Total Freight Revenue ............. $11,934,791.52 $8,726,607.52 
Average Amount Received for Each 

DOR OE SRR as ssceasaesssance $1.92473 $1.74087 
Average Receipts per Ton per Mile.. $.00722 $.00815 
Freight Revenue per Mile of Road.. $4,354.76 $3,307.34 
Freight Revenue per Train Mile..... $2.85583 $2.67504 

Tota TRAFFIC. 
Operating Revenues ............... $16,770,699.79 $12,819,187.57 
Operating Revenues per Mile of Road $6,119.28 $4,858.41 
Operating Revenues per Train Mile. $2.29596 $2.03851 
Operating Expenses .......c.ssc00. $9,342,443.87 $8,163,164.58 
Operating Expenses per Mile of Road $3,408.86 $3,093.80 
Operating Expenses per Train Mile.. $1.27901 $1.29811 
Net Operating Revenue ............ $7,428,255.92 $4,656,022.99 
Net Operating Revenue per Mile of 
ere ee re ee Pere $2,710.42 $1,764.61 
CLASSIFICATION. 

Locomotive MiLeace, REVENUE SERVICE: 1912 1911. 
Freight Locomotive-Miles ...6606.s0scccccsveveses 3,860,020 2,978,775 
Passenger Locomotive-Miles .........cccccceseee 3,126,532 3,047,244 
BEE TOOOMOISVO-BETIOS: 6 .o.0.0:6 5:50:010:50 000845000006 368,274 373,423 
Special Locomotive-Miles ......cccccceccsccccecs 3,796 20,803 
Switching Locomotive-Miles ...........eeseeeees 981,946 897,491 

Total Revenue Locomotive Mileage........ 8,340,568 7,317,736 
Non-revenue Service Locomotive-Miles .......... 368,039 308,127 

Car Miveace, REVENUE SERVICE: 

FREIGHT Car-MILEs: 

TORN Gc ctkeipkeassns onwken sue sseeduessensenss 90,928,929 70,008,812 
Empty oncss<es ope Sawhieneeunine eh eSlebee bees een 28,601,135 25,954,478 
NE casas eeeenn es ese seencase ea eSeoe ee 3,837,821 2,940,013 

Dotal Poeignt Gar-Miales <os<scscccnss'es200 123,367,885 98,903,303 

PassENGER Car-MILEs: 

Pe ks rac accua ben h Wh sasees sob enee eeu ess 7,219,917 6,876,994 
Sleeping, Parlor and Observation.........essee0. 5,126,561 4,746,041 
Other Passenger Train Cars......... chaps e ses 5,825,287 5,634,654 

Total Passenger Car-Miles.......cscccccess 18,171,765 17,257,689 

SpeciaL Car-MILEs: 

PROMS, IOREO Gi 5 knces ob nk aesens sone sesso ose 11,041 9,016 
Freight, Empty .....cccscscccsccssccsccccccesces 0 0 
[EREEP OS ECU cto awahickG see wae nseen ean gesenexis 630 409 
SSPE Eee e ee EER TET Pere 0 1,824 
Sleeping, Parlor and Observation..........eeee0. 0 2,640 
Other Passenger Train Cars. soiscsnaccessevcess 0 4,464 
Total Special Car-Miles.....scscecscese 11,671 18,353 

Total Revenue Car Mileage............00. 141,551,321 116,179,345 
Non-revenue Service Car-Miles.......cesecessees 4,962,894 2,575,367 

Train MiveacGe, REVENUE SERVICE: 

Petght “TORIES | ois 0.0 xo 006500060 00ee000000s 3,814,546 2,903,495 
Passenger Train-Miles ....0<icsvessececsssecees 3,124,183 3,011,257 
RISER SURI MUIES: Sosnkxsscnessenssouseasneions 364,560 358,740 
CIAL WENA MERIES: 65s wcenssaeeuenesenenesees 1,135 15,014 

Total Revenue Train Mileage............. 7,304,424 6,288,506 
Non-revenue Service Train-Miles .........seeeee 145,526 93,135 
Average Number of Passengers per Car-Mile...... 14. 13. 
Average Number of Passengers per Train-Mile... 48. 46. 
Average Number of Passenger Cars per Train-Mile 5.21 5.12 
Average Number of Tons of Freight per Loaded 

ROAPRNENO: nin Gsn bus Kaw W6400k bed eee 00 46.0 18.18 15.30 
Average Number of Tons of Freight per Train-Mile 395.50 328.24 
Average Number of Freight Cars per Train-Mile. 29.52 30.32 
Average Number of Loaded Cars per Train-Mile. 21.76 21.46 
Average Number of Empty Cars per Train-Mile. 6.84 se 
Average Mileage Operated During Year.......- . 2,740.63 2,638.56 








